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Mr. James J. Hill says:— 


““Unless the facilities of the Terminals of our Railroads 
are increased, the congestion, ever growing, which often 
paralyzes traffic today, will result in industrial chaos.” 

—From N. Y, Sun, Fanuary 19, 1917 


The Remedy: 


Equip Your Railway Freight Stations, Storage Warehouses, 
Steamship Docks, Piers, Etc., with 


‘ 
oe 
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Otis Inclined Elevators 


a a 
Mechanical Continuous-Motion Carriers whi cet aary ‘gndition of Merchandise 
and Freight handling—and by the u Which cp@pfstion is eliminated. 
Wp — Feo. 

Running continuously in one direction, up o tis Inclined Elevators move 
everything without stops to load or unload. 

No matter what the loads may weigh or how fast they come, Otis Inclined Eleva- 
tor will handle them. Its capacity is limitless—it cannot be overloaded. It will handle 
from 600 to 1,960 loads per hour according to speed. It will keep up this capacity year 
after year. An electric motor is all that is required for operation, and, results considered, 
the current cost is almost negligible. 


Write for Catalog giving full particulars about various types 


Without obligation we will gladly supply full information. Put your 
“moving problems” up to us—we offer you real help and a positive solution, 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth Street, NEW YORK. 600 West Jackson Boulevard, CHICAGO 
Offices in all Principal Cities of the- World 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 
Mr. L. M. Tracy, T. M., Montana Fruit Jobbers’ Ass’n, writes:—‘* * * * * * Contains a world of information 
* * * * * invaluable to one handling cases before the Interstate Commerce Commission. 
It is far ahead of other publications of like character I have seen.’’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


‘The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti. \ several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Il. 
131 State Street, Boston, Mass. 17 Battery Place, New York, N.Y 


Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St., Baltimore, Md. 
626-630 Common Street, New Orleans, La 


Be a Traffic Manager 


Switch Yourself on the 
Right Track NOW 


Enter the New Profession of Traffic Management 
where there are Big Salaries—$40 to $75 weekly— 


awaiting the trained expert who can save money 
for his employers through getting at the minimum 
in mileage and rating and knowing how to effect 
deliveries in the shortest possible time. 


Through our unique system of instruction, at low 
fees, we train you thoroughly in the principles and 
practice of Traffic Management and Interstate Com- 
merce. 


Flag this opportunity right away. Don’t turn 
this page until you have filled in and despatched 
the coupon at foot. Give us a chance to fully dem- 
onstrate for your satisfaction the future awaiting 
you as a Traffic Manager. 


NATIONAL TRAFFIC COLLEGE 


309 Peoples Gas Building, Chicago 


a Ff © we "SS ae SF BSS SO SKK BCR Bee ee ee eee eee 
Z TO NATIONAL TRAFFIC COLLEGE, 
0 309 Peoples Gas Buliding, Chicago. 


0, Please send me your new booklet telling how I may 
qualify myself to become a Traffic Manager. 
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ANALYZED — 


- Commission Regulation 
of 
Public Utilities 


A Compilati on and Analysis of Laws of the Different States and of the Federal Government for 


the Regulation of the Railways and Other Public Utilities 


BY THE NATIONAL CIVIC FEDERATION 


1300 Pages 


300 Topics 


5000 Paragraphs 


All Carefully Indexed. All Topically Cross Referenced. All Logically Arranged 
Edition Limited. Advance Orders Taken Now. Price $8.50 Delivered. 


The Traffic Service Bureau 


Sole Distributors 


418 So. Market St. 
CHICAGO 


508 Colorado Bldg. 
WASHINGTON 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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You Can Become a 
Traffic Manager 


’ 0 
© MANAGER AT 


Success is not a matter of accident. The man who wants to rise to a position of re- 
sponsibility and power, can do so. 


C 
“ERK aT $20 AN 


‘There’s a new, uncrowded profession waiting for the railroad clerk—a profession that 
offers more money and greater opportunity: 


TRAFFIC MANAGERS 


are wanted. Modern railroading demands them—the big industrial corporations de- 
mand them—the complexity of routes and rates must be solved—it takes trained men. 
You can get this training at small cost, in your spare hours, without giving up your 
present position. An hour a day with our course of instruction will place you on the 
highway of success. 


Luek and ‘pull?’ depend on you! Experts are needed in the traffic field- -men 


° ¢ 
who can grasp a situation and straighten out the tangle. Railroads and commer- Vs 
cial corporations willingly pay from a 

4 
$35 to $100 a week for such men FA 
Our Interstate Commerce Course will fit you for one of these positions. Sf aoe 
It is a simple, practical, and logical course—exceptionally easy for Ps ee 
the railroad man. Ps a as 
7 pk? , . > ° Chicago, Illinois. 
Fill out the coupon below and mail it today. You might forget it / 
tomorrow. Do not wait. The late Edw. H. Harriman once 
: 4 « ‘ > i Please send me with- 
said: ‘‘Procrastination is more dangerous than railroad 7 out any obligation on my 
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Abreast of the Times 










The Foreign Department of 
Wells Fargo & Company 





Offers Intelligent Service in connection with either 
Export or Import Traftic 








When ordering shipments from abroad, instruct senders to for- 
ward through our European offices; send your bills of lading and 
invoices to our Foreign Department, 51 Broadway, New York, and 
we will arrange for prompt Custom House Clearance. 








Wells Fargo & Company Express will quote low rates on exports 
to any point in the commercial world. The Foreign Department 
will be glad to give any necessary information upon receipt of particu- 
lars as to weight, measurement, value and class of your goods.  Satis- 
factory marine insurance will be placed at favorable rates. 








Wells Fargo & Company Express, operating over go,ooo miles 
of railroad and steamship lines, with 8,000 offices across the land, is a 
direct route for the transportation of your goods in Bond, either by 
Express or Freight, to the principal cities of the United States, Mexico, 
Canada and Alaska. It has special equipment for shipping perishable 
goods in modern refrigerator cars; horses in clean horse-stall cars; 
automobiles in end-door cars. 









Wells Fargo & Company issues Travelers Checks and Domestic 
and Foreign Money Orders. 









Wells Fargo & Company 


Custom House Brokers and General Forwarders to All Parts of the World 







Principal Office: 51 Broadway, NEW YORK CITY 
LONDON LIVERPOOL PARIS HAMBURG GENOA 


zg Cannon Street 16 Brunswick Street 1g rue Scribe 32 Ferdinandstr 4 Piazza Campétto 
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NEW HAVEN AND PUBLIC RELATIONS. 


The election of Howard Elliott as head of the 
New Haven system, on the recommendation of a 
committee headed by Theodore: N. Vail, surély 
means that the “public relations” problem which 
faces the management will receive much attention. 
In these days when both regulation and publicity 
are so active in influencing the course of manage- 
ment of public service properties, it is coming to be 
very acutely realized by bankers and investors who 
are alert to grasp the significance of the signs of the 
times, that there is a peculiar risk brought upon an 
investment in a property whose management holds 
itself too much aloof from the public. It is un- 
doubtedly true that in many cases patrons, when 
they awake to losses which are being inflicted upon 
them as a result of a situation which needs atten- 
tion from a corporation are inclined to demand im- 
possible rapidity of action. Improvements in a 
specific service are nowadays of such tremendous 
magnitude that the mind of the average inexperi- 
enced individual has no grasp upon the enormous 
mass of detail involved and the amount of brains 
and money which must be economically applied to 
their solution. 


It is the growth of population and of business 


which has placed these tremendous problems in the 
hands of managements of railways and public utili- 


ties for solution. Many of them cannot be rightly 
solved until a certain amount of co-operation from 


the public 1s obtained, and it seems impossible that 
intelligent co-operation can be sought or expected 
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if asked suddenly. It is too late to ask for in- 
dulgence when the multiplication of little difficulties 
has created in the public mind an organized sense 
of wrong. If Mr. Elliott, while coping with the 
physical difficulties, can so divide his time as to ful- 
fill the requirements of the situation involved in the 
term “public relations,” his methods and accom- 
plishments will command the highest attention and 
respect. Much is demanded of him, much expected, 
on the basis of his past record, and hope and good 
wishes attend his beginning. 


THE WELLS FARGO EFFICIENCY WORK. 


President Caldwell of Wells Fargo & Company 
Express has organized the efficiency work in that 


great business upon a scale of splendid proportions 
and with a simplicity of principles and absence of 
red tape which are characteristic of a strong and 
sympathetic executive. There has been a great deal 
of hysterical and incompetent stuff written about 
efficiency. It is not a new discovery, but the thing 
by which great American businesses have been 
made to grow, and whenever it has been missing the 
structure has fallen out of joint. 

Increasing efficiency is a process of development. 
It needs brain power, tact and experience and sym- 
pathy and friendly human relations. Many business 
men who have been impressed with the principles 
advocated by efficiency experts and those who call 
themselves such have thought that the way to get 
big results was to bring in some newcomer on the 
strength of his promises to work wonders. Presi- 
dent Caldwell has gone about it in another way. 

He has gone to the strong men who have been 
with his organization for years and have already 
helped make it what it is. He has said, in effect: 


“Let your best thought be applied to the business as 
a whole. Go ahead and get together with our people 


wherever you find them with good ideas or need- 
ing better ideas and work out plans and help get 
them put into effect.” 

This is the kind of efficiency work which seems 
to be practical because it is inspired by a common 
sense, broad-gauge view of the situation, and does 
not neglect that most valuable of all equipments, 
the experience of men who have shown themselves 
fit by the tests of years of overcoming the precise 
strains which are placed upon the business which 
they set out to further improve. 


BETTER ACQUAINTANCE. 


As time goes on we who are interested in traffic 
matters are organizing and developing our relation- 
ships in a way which promises well for the future 
of the work which is the basis of our common in- 
terest. 
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Just at this season we must not underrate the im- 
portance of the personal news. It is worth some- 
thing to every individual to be able to enjoy in a 
personal way the successes and pleasures of other 
men, even though they may be distant, who are 
affiliated through their interest in traffic work. 

We all know that men throughout the country 
here and there are taking a few minutes out of a 
busy day to express their interest in some of these 
recent events of a purely social character. The field 
day in New York, Hurd’s winning of the golf cham- 
pionship, Rosenheimer’s proving that a determined 
traffic man can win through his bar examinations by 
evening study, and the sports and pastimes of Chi- 
cago traffic men at Dellwood Park—these are feat- 
ures which promote the application of sound sense 
and honest reason to the large affairs which are 
comprised in the daily work of traffic men. For, 
as it is surely true that no man will be unreasonable 
or unfair before or against his friends, so the promo- 
tion of a friendly and helpful social activity among 
traffic men,. pleasant as it is in itself, has an even 
deeper significance and value. 


NEBRASKA GRAIN RATES. 


The Union Pacific and Buriington lines have been 
defending their grain rates in Nebraska in hearings be- 
fore the state commission on complaint of T. B. Hord 
Grain Co. of Central City. Reductions were asked from 
Central City and other nearby towns to Omaha. 


Alleged discrimination in rates affecting the Birming- 


was the subject of a conference at which 
members of the Chamber of Com- 
The conference was called for 


adjustment. 


ham district 
railway officials met 
merce at Birmingham, Ala. 
of bringing about an 


the purpose amicable 


The Consumers’ League of Colorado must bear the 
burden of proof in its suit to compel reductions of rates 
by several railroads, according to a ruling of Judge John 
A. Perry of the Court. The before the 
court are on appeal from an order of the state 


commission requiring a reduction. 


District cases 


railway 


Kansas millers propose to resist the advance in rate 
to California on flour without any corresponding advance 
in the rate on wheat, because they say it would drive 
Kansas flour out of California. The tariff providing for 
an increase was suspended until November 22. 


Louisiana truck growers have been presenting evi- 
dence before Special Examiner Marshall at New Orleans 
in the matter of rates and cars holding less than 20,000 
Service to Chicago was especially 


pounds minimum. 


mentioned. 


Application to the Michigan State Commission has 
been made by the Western Express Co. for an increase 
in rates, claiming that those previously made by the 
commission had necessitated its operating at a loss. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


ANDREW G. YOUNG. 

Andrew G. Young, traffic manager Sheet 
and Tin Plate Co., was born at Peoria, Ill., and received 
his common school and high school education there. He 
1879, with the Toledo, Peoria 


American 


entered railway service in 








ANDREW G. YOUNG. 
Traffic Manager American Sheet and Tin Filate Co. 


& Western Railway, as checkman and clerk in the Peoria 
local office, also clerk in T. P. & W. general office 
From 1880 to 1882 he was bill clerk and cashier with 
the Empire Line at Peoria, Ill.; from 1882 to July, 1885 
claim clerk with Lake Erie & Western Railroad at La 
fayette, Ind. He was chief clerk in the general freight 
department, Lake Erie & Western Railroad, at Lafayette 
Bloomington, IJl., and Indianapolis, Ind., from July 
1883, to September, 1890. Then he was appointed assist 
ant general freight agent, Fort Wayne, Cincinnati & 
Louisville Railroad, and held this position about six years 
leaving June 1, 1896, to become assistant general freight 
agent, Lake Erie & Western Railroad. He stayed wit 
this line to January, 1899, and then entered the industria 
field as traffic manager, American Tin Plate Co., now 
the American Sheet and Tin Plate Co. 


ind., 


West Virginia State Commission has been asked b 
the Chesapeake & Ohio to increase its passenger rat¢ 
on the ground that the law fixing two cents a mile as 
maximum is confiscatory. 
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ALASKA RAILWAY BILLS CHANCE SLIM 


Alaska railroad legislation, at 
this session of Congress, in the esti- 
mation of those who oppose any- 
thing and everything looking toward 
government ownership of railroads, is 
regarded as near as impossible as 
anything can be. Senator Burton of 
Ohio, one of the men who has ob- 
jected to the bill providing for the 
construction of a government road, 
has not the slightest thought of al- 
lowing it to be taken up by unanimous consent. The 
motion to take it up was never pressed. 








Senator Burton is opposed to the government going 
nto the railroad business even on the argument that, 
the government having made the construction of privately 
owned railroads impossible, it is the duty of the govern- 
ment to provide transportation facilities. He takes the 
ground that it is just as easy to legislate so as to invite 
private capital to enter the territory as it is to have 
public funds used for the purpose. In fact, he deems it 
more the duty of the lawmakers ta do away with the 
extreme “conservation of natural resources” policy that 
has been imposed upon the territory than it is to provide 
for government- owned railroads. 

The Ohio senator is not prepared to admit that the 
American system of privately owned but publicly regu- 
lated transportation systems is impracticable. The ex- 
tremists on the subjects do not appeal to him. The 
railroad man who deems it the part of wisdom to advo- 
cate that, because he thinks regulation has become op- 
pression, the government should take over the railroads. 
He is as much opposed to that sort of extremist as the 
other who advocates government ownership and operation 
as a panacea for supposed ills. He is himself a man 
of great patience and sees no reason why others should 
not be as patient as he so as to allow for a fair experi- 
ment with the American system. 

Unreported Opinions.—Greater care is going to be 
exercised hereafter in the making of unreported opinions 
by the Commission. Early in the week the case of the 

Coal & Transfer Co. against the Oregon Short 
was dug out of the files of the unreported opinions 
and given a place among the reported ones, because in 

the Commission held that a man who allows five 
years to elapse after he has been notified that an in- 
formal complaint will not do before filing a formal one 
has lost his right to claim reparation. Another such case 
May hot come up again for years, but when it does the 
Commission will have this Dillon case to fall back upon 
as having given careless complainants notice that an 
informal complaint is not sufficient to stop the running 
of the statute of limitations forever, or even for five years. 
While the report in the case did not indicate why the 
complainant had neglected his case so long, the chances 
are that it was forgotten or something like that, and 
Only unearthed in 1912 by somebody who knew nothing 
about it at the time when the informal complaint was 
filed in 1907. 


Dillon 
Line 


Competition Brings Down Coke Rate.—The Baltimore 
Ohio has filed tariffs reducing the coke rates from 
‘he Connellsville and Fairmount fields to Wheeling and 
‘o furnace points near Wheeling from $1.30 to $1.20. 


Ww 
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That is a voluntary reduction following the order of the 
Commission reducing the rate from the Connellsville field 
to Youngstown from $1.35 to $1.20. The reduction to 
Wheeling means that the principal carrier interested in 
the Fairmount region is going to retain substantially the 
same relation between Wheeling and related points and 
Youngstown as obtained before the reduction in the 
Connelisville-Youngstown rate. That is what happened 
when the Commission ordered the reduction in the Boileau 
case. The competition between markets is going to 
continue no matter what rates may be ordered by the 
Commission. The reductions in the coke rates indicate 
that in that matter, as in the Boilleau coal case, it is 
the relation, rather than the rates themselves that con- 
stitutes the real issue. Who is going to say where the 
competition shall stop? 





In the Pittsburgh Steel Co. ore rate matter, the 
carriers have undertaken to comply with the mandate 
of the Commission by cutting the 96-cent Pittsburgh rate 
to 88 cents and increasing the Wheeling 60-cent rate to 
the same figure. The Commission said they should have 
the same rate. If the Wheeling increase is allowed to be- 
come effective, the relationship between it and the Colum- 
bus and Zanesville rates will be broken. If Pittsburgh 
should finally be put down to the 60-cent Wheeling rate, 
the relationship between those points and Columbus and 
Zanesville will be changed, presumably to the detriment 
of the Ohio cities. Columbus is substantially as far from 
the Cleveland docks as Pittsburgh, but the rate is lower 
than even to Wheeling, and, of course, much lower than 
to Pittsburgh. The Chinese puzzle that drove Americans 
to insane asylums a generation ago was simplicity itself 
in comparison with the ore, coal and coke rates in the 
great steel-making region of the United States. 





HOWARD ELLIOTT HEADS NEW HAVEN 


Howard Elliott will be made chairman of the board 
of the New Haven as well as chairman of the board of 
each separate underlying property to take effect No- 
vember 1. From September i to November 1 he will 
have the general supervision of the New Haven and 
all its properties with the title of president of the New 
Haven. 

His successor as operating head of the New Haven 
proper, it is understood, has already been picked. Vice- 
President Hustis, of the Boston & Albany, has been 
asked to accept the position. His title on and after 
November 1, providing he accepts the position, will be 
president of the New Haven. 

Mr. Elliott would have the title of chairman of the 
board from September 1, were it allowed by the New 
Haven by-laws. These by-laws, however, will be changed 
by vote of the stockholders at the annual meeting to be 
held during the latter part of October. Thereafter New 
Haven directors will lose no time in electing Howard 
Elliott to the chairmanship of the board. 





In the Michigan two-cent fare case, State of Michigan 
vs. the D., S. S. & Atlantic Railroad Co., evidence is being 
taken before Special Master Baker of the federal court 
of the Eastern Michigan District, at Lansing. 





The Illinois Railroad and Warehouse Commission has 
issued supplement No. 11 to Official Express Classification 
No. 21. 
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Decisions of Interstate Commerce Commission 


CANNOT PRESCRIBE EXCURSION FARES 


—— 


OPINION NO. 2390 
(28 I. C. C. Rep., P. 122.) 
CARNEGIE BOARD OF TRADE ET AL. VS. 
VANIA CO. ET AL. 
1912. 


CASE NO. 4876 
PENNSYL- 


Submitted Dec. 6, Decided June 19, 1913. 


Special fares for the movement of passengers in guaranteed 
numbers in one day, without baggage-checking privileges, 
may be provided by carriers under the permission given 
in section 22 of the act to regulate commerce. In the ab- 
sence of discrimination the Commission, however, has no 
power to prescribe such fares. 

N. B. Billingsley and W. B. Moore for complainants. 

A. P. Burgwyn and L. E. Hinkle for Pennsylvania Rail- 
road Co.; Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
way Co., and Pennsylvania lines. 

E. P. Connell, W. W. Collin, Jr., O. E. Butterfield and 
Clyde Brown for Lake Shore & Michigan Southern Railway 
Co. 

DD. -e Erie Railroad Co. 


Reed for Bessemer & Lake 


Report of the Commission. 


BY THE COMMISSION: 


The petitioners here are the Carnegie Board of Trade 
of Carnegie, Pa., the Conneaut Lake Co. of Conneaut 
Lake, Pa., and the Rock Springs Co. of Chester, W. Va., 
corporations, and the Youngstown Sheet & Tube Co. Re- 
lief Association, a voluntary association, composed of 
individuals residing at Youngstown, O. 

The subject matter of the complaint is the withdrawal 
by the Pennsylvania Co. and the Pittsburgh, Cincinnati, 
Chicago & St. Louis Railway Co. of certain fares for the 
transportation of passengers between Carnegie, Pa., and 
Chester, W. Va., and also the withdrawal by the Lake 
Shore & Michigan Southern Railway Co. and the Bes- 
semer & Lake Trie Railroad Co. of certain fares for the 
transportation of passengers between Youngstown, O., 
and Conneaut Lake, Pa. The latter carrier is a defend- 
ant with regard to the last-named fare, because the haul 
from Youngstown to Conneaut Lake is partly over its 
rails. It, however, is not resisting the demands of the 
petitioners and is not a respondent here in other than 
a formal sense. 

While the fares withdrawn were “excursion fares,” 
it fully appears that the service to which they have ap- 
plied for many years has been a regular and constant 
part of the carriers’ services from year to year. These 
fares covered in each case the movement of passengers 
in specified numbers, upon special trains, to and from 
picnic parks, the round trip being made in one day. 
Under these fares no baggage was checked and only 


ordinary passenger equipment was furnished, no occasion 
being presented for the use of sleeping cars or chair cars. 
A typical tariff containing such fares between Pittsburgh 


and Chester, W. Va., was fare sheet No. 4892 of the 
Pennsylvania Lines West of Pittsburgh, I. C. C. No. 1843, 
filed with this Commission on April 16, 1908. This tariff 
was headed, “One-day picnic excursions to Rock Springs 
Park,” and read as follows: 

To Ticket Agents: 

: Effective May 20, 1908, the sales of excursion tickets to East 
Liverpool, Ohio, and return, or to Chester, W. Va., and return, 
on account of Rock Springs Park, at fares and under conditions 
published herein for the above-named occasions is hereby au- 
thorized. ; 

Dates of Sale: Daily except Sundays until Sept. 30, 1905 
and daily except Sundays from May 1 to September 30 on each 
succeeding year. Agents will make no contracts until it ha 
first been learned whether equipment can be provided and the 
park reserved on the dates chosen for excursions. 

‘ Conditions: Tickets will be nontransferable and no baggage 
will be checked thereon. 

Fares: See next page. No excursion will be run 
proper guarantee has been placed with agent. 

Limits: Special trains in both direction date of sale 

The reverse side of this tariff sheet showed fares 
from 82 points in Ohio, Pennsylvania and West Virginia 
to East Liverpool, O., and Chester, W. Va., “account 
Rock Springs Park.” The fares shown from Carnegie, 
Pa., to the above stations were: For Sunday schools and 
day schools, 55 cents per capita, a guarantee of 200 pas- 
sengers being required; for societies, 80 cents per adult 
and 55 cents per child, upon a guarantee of 200; 75 
cents per adult and 50 cents per child, upon a guaranty 
of 500, and 65 cents per adult and 35 cents per child 


upon a guranty of 1,000. 


unless 


The attention of the Commission being directed to 
the above tariff, the carriers were notified on May 5, 
1908, that it was regarded as unlawfully discriminatory 
and that provision should be made to charge the same 
fares per capita for all societies. The carrier protested 
against this ruling, but finally acceded to it with the re- 
sult that the above tariff was canceled on June 22, 1908. 
In the course of the correspondence relative to this 
tariff, Samuel Moody, general passenger agent of the 
Pennsylvania Lines West of Pittsburgh, in a letter dated 
May 8, 1908, said: 


The logical result of your ruling, however, will be to put 


the Sunday and day school fares on the same level with the 


society fares. The effect of that would be that we would | 
obliged (1) to raise our Sunday and day school fares to thé 
society basis, which we could not do and have any children t 
carry, because they have trouble in raising the subscriptions t 
pay for these fares as they now stand, and (2) we cannot redu: 
the society fares to the Sunday and day school fares becau 
we could not then afford to carry the people, as the Sunday a 
day school fares are now about at cost. 4 

Thereafter, and until the end of the season of 191! 
special tariffs were issued for each event for which r 
duced fares were made to Chester, schools and Sunda 
schools being generally given the same fares as had 
previously been charged to societies. This was not con- 
sistently so, however, the 55-cent fare being opened by 
special tariff to a number of church and Sunday-school 
excursions. This method of publishing fares was made 


possible by the application of rule 52 of tariff circu 
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No. 18-A of the Interstate Commerce Commission, reading 
as follows: 

Fares for an excursion limited to a designated period of not 
more than three days may be established, without further 
notice, upon posting a tariff one day in advance in two public 
and conspicuous places in the waiting room of each station 
where tickets for such excursion are sold and mailing a copy 
thereof to the Commission. 

By this method the fares for the special class ol 
passenger transportation under discussion were published 
in such one-day tariffs instead of in such permanent 
tariffs as the one above quoted. The Commission has in 
its files some 150 of these one-day tariffs providing fares 
via the Pennsylvania lines from various points to Chester, 
W. Va., and return, in all substantial respects identical 
with the tariff above quoted. These tariffs indicate that 
the round-trip fare from Carnegie to Chester of 80 cents 
for adults and of 55 cents for children, good only on 
special trains in both directions on date of sale, not 
transferable, not entitled to stop-over, without privilege 
of checking baggage, and open only to those giving in 
advance a guaranty of the sale of a designated number 
of tickets, continued to be the established fare held out 
by the carrier to the world throughout the summer 
seasons of 1908, 1909, 1910 and 1911. Our files and the 
oral testimony herein also show that this established 
fare was made available by a special one-day tariff 
publication to every applicant therefor. This fare was 
so established for a number of years prior to 1908, as 
wel] as to and including the summer of 1911. 

In the same manner an investigation of the tariff 
files of the Commission shows that the Lake Shore & 
Michigan Southern Railway and the Bessemer & Lake 
Erie Railroad jointly maintained for many years prior 
to 1912 schedules of fares in all of their elements similar 
to the above by which on such passenger traffic in 
guaranteed numbers frum Youngstown, O., co Conneaut 
Lake, Pa., a fare of 85 cents for adults and 50 cents for 
children was continuously available to any persons de- 
siring the same. These fares also were withdrawn early 
in 1912, leaving the one-day outing parties from Youngs- 
town to pay the higher fare provided for ordinary pas- 
senger travel. 

The above fares are typical of some hundreds of 
like fares which for more than 10 years prior to 1912 
were maintained throughout Central Freight Association 
territory by the various rail carriers.operating therein. 
These fares were much less per passenger per mile than 
the regular fares upon regular trains with baggage check- 
ing privileges, but, under the guaranty of full loading, 
paid to the carriers per car-mile and per train-mile much 
higher earnings than their average passenger car and 
passenger train earnings. Early in 1912, however, in 
considering the litigation that had arisen under the leg- 
islation of various states between the Alleghenies and 
the Mississippi River, the carriers determined upon a 
new policy. At a meeting of the Central Passenger As- 
sociation, of which the Lake Shore & Michigan Southern 
and the Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
way companies were members, a resolution was passed 
providing that all such fares should be withdrawn, and 
that a uniform flat rate of 2 cents per mile should there- 
after apply on all such traffic in this territory. 

The history of this action is shown in the record. 
It appears that the matter was under consideration for 
several months. At a meeting on April 10, 1912, this 
resolution was adopted: 


Recommended that no fares of less than 2 cents per mile in 
each direction from, to, or between points in central passenger 
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association territory shall be authorized or participated in by 
lines in Central Passenger Association territory, including the 
state of Michigan, for any occasion except homeseekers, regu- 
lar summer, winter, all-year tourists, and the so-called short- 
limit summer tourist business, with the further. understanding 
that this eliminates the possibility of contracting or arranging 
for any reduced fares of any kind of less than 2 cents per mile 
(other than the exceptions named herein), pendinf further 
legislation. 

A conversation occurring at the time the increase in 
the fares was pending before the Central Passenger As- 
sociation, between the president of one of the complain- 
ants and the general passenger agent of one of the 
defendant lines, which has not been contradicted upon 
the record, was summed up as follows by the complainant: 


He told me that the rate question had not been settled yet, 
but he hoped that it would be settled satisfactorily, and he said 
this—that if it was settled that it would be up to myself to 
bring influence on my friends who were influential in the legis- 
lature of the state of Ohio to bring about conditions that would 
put the 2%-cent rate into effect, and he said to me then— 
I said supposing we would do that, what would be the result? 
He said: “Of course I can only say to you, not officially, but 
I think if that is put in effect you will never hear any more 
of it.’”’ 

Further indication that the withdrawal of these fares 
upon this class of passenger traffic was related to the 
state legislation is found in a letter from George W. 
Boyd, general passenger agent of the Pennsylvania Rail- 
road Co., written to F. C. McDonald, commissioner of the 
Central Passenger Association. This letter was dated at 
Philadelphia, July 2, 1912, and is as follows: 


Dear Sir: We were glad to lend our aid to the Central Pas- 
senger Association lines in their efforts to secure relief from the 
2-cent law by refraining from running our usual special excur- 
sions between Pittsburg, Buffalo and intermediate points in the 
summer season. In view of the fact, however, that a number 
of Central Passenger Association lines are running special ex- 
cursions at rates less than 1 cent per mile, we have decided to 
renew our special excursion arrangements in the Buffalo and 
Pittsburgh territories on the basis of rates in effect last season. 
and which were duly authorized at the meeting of representa- 
tives of interested lines held in Buffalo, March 15. 


Yours very truly, GEORGE W. BOYD, 
yeneral Passenger Agent. 

In pursuance of the policy announced. by Mr. Boyd, 
the Pennsylvania Railroad Co., operating east of Pitts- 
burgh, again established special fares adapted to this 
class of passenger traffic. The maintenance of such fares 
by the Pennsylvania Railroad Co., from Pittsburgh m 
one direction, while like fares are denied by the Penn- 
sylvania Co., and the Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Co., affiliated with the Pennsylvania 
lines to points west of Pittsburgh, is made the basis for 
a charge of discrimination by the complainants herein. 
There is no proof, however, that the petitioners are in- 
jured by the lower fares from Pittsburgh to the east. 
The record shows rather that these parties do not move 
at all at the regular fare. The withdrawal of the special 
fares to the east from Pittsburgh would not, in this 
view, cause any travel to petitioners’ grounds at such 
regular fare. 

Two claims made by the respondents will be con- 
sidered. One is that special passenger trains are unde- 
sirable, tending to demoralize the operations of the rail- 
roads, and the other is that the passenger fares provided 
for these one-day trippers were exceedingly low and that 
an increase therein should be allowed. 

As to the first of these contentions it needs only to 
be said that the rail carriers have not withdrawn their 
tariff offers to provide special trains for any persons 
applying therefor. The respondents here still stand ready 
to furnish extra trains upon notice at any point on their 
system, not only for round-trip movements, but for one- 
way movements, at regular fares, and this upon a guar- 
anty covering a less number of persons than would be 
required if the fares here considered were restored. 
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With regard to the claim that the fare of 80 cents 
for adults and 55 cents for children from Carnegie, Pa., 
to Chester, W. Va., and return was unduly low, the fol- 
lowing is to be said: 

This fare was voluntarily established by the Penn- 
sylvania lines, and continued in effect for more than 10 
That the business developed by it was regarded 
as desirable is shown by the fact that it was cultivated 
and advertised. The carrier maintained a traveling pas- 
senger agent, whose business it was to call upon soci- 
eties and solicit the routing of their excursions via its 
line. The reason for the solicitation of this business is 
to be found in the fact that it was highly profitable. 
Complainant has drawn attention to the passenger train- 
mile revenue of the Pennsylvania Co. and the Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Co. as reported 
to this Commission for the fiscal years 1909, 1910 and 
1911, as follows: 


years, 


Passenger service train reve- 
nue per train-mile. 


Name of Carrier. 1909. 1910. 1911 
i a eer $1.25847 $1.029075 $1.30735 
ee ae RR A See 1.33740 1.299540 1.32497 


In comparison with the above figures, the record indi- 

cates the remunerative character of this guaranteed traf- 
fic. It shows that the special trains from Pittsburgh 
to Chester in 1911, the last year of the fares adapted 
to this business, yielded an average of $3.56 per train- 
mile, while those from Carnegie during that year aver- 
aged $3.31 per train- mile, or considerably more than 
double the average received by the Pepusylvania Co. 
from its entire train mileage, the averaging including 
these profitable picnic trains. This showing is the more 
remarkable when it is noted that a majority of the trains 
from Pittsburgh were operated at the fare of 55 cents 
per person given to schools and Sunday schools—the 
fare which Mr. Moody in his letter above quoted declared 
to be “about at cost’—while those from Carnegie were 
operated at the fare of 65 cents adult and 35 cents per 
child. 
4 It is interesting to note that at a fare of 2 cents 
per mile these special trains to Chester would have 
yielded $10.82 per train-mile. The contrast between the 
return per train-mile from this class of traffic and that 
derived from other passenger service is emphasized when 
it is recalled that respondents at the present time hold 
themselves ready to operate a special train with baggage 
car between Carnegie and Chester upon a guaranty of a 
sufficient number of passengers at regular fare to yield 
a minimum train-mile revenue of only $1.18. These high 
earnings per train-mile on the excursion business are 
the result of the guaranty which is a feature of these 
one-day fares of great value to the carrier. The trains 
operated under these fares are always loaded to capacity. 
The larger number of passengers per train-mile more 
than recoups the carrier for the low fare per passenger 
per mile. 

The record also shows that during the summer of 
1911 the total number of people carried by the Penn- 
sylvania lines to Rock Springs Park was 91,524. The 
total number of trains employed was 169: the gross rail- 
road revenue was $55,402.50, and the average train-mile 
revenue was $3.631. A witness for the complainants who 
had formerly been in the employ of the Pennsylvania 
Railroad stated that the cost of excursion service per 
train-mile arrived at by officers of that road while he was 
in its employ was 65 cents, and that the guaranty de- 
manded for such excursions was always such as to fully 
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cover this cost and allow the carrier a satisfactory profit 
on the business. 

The effect of the increase of the fare for this class 
of passenger business to the basis of 2 cents per mile 
was to end its movement. The record shows that prior 
to the change of fare 51 outings had been booked for 
Rock Springs, and the Pennsylvania lines had been noti- 
fied that enough passengers would be guaranteed to make 
1,400 coachloads. Upon receipt of notice of the change 
of fares all of these bookings were canceled. 

Likewise, the fares from Youngstown to Conneaut 
Lake paid more per train-mile than the average passenger 
earnings of the Lake Shore & Michigan Southern. That 
carrier’s reports to the Commission show that its aver- 
age passenger-train-mile earnings have been: For 1909, 
$1.68: for 1910, $1.60; for 1911, $1.61. These one-day 
parties from Youngstown to Conneaut Lake for 1910 
paid this carrier $2.59 per train-mile. That the with- 
drawal of these fares by the Lake Shore was an aban- 
donment of revenue is further shown by the fact that 
the Bessemer & Lake Erie Railroad, which joins to make 
the through route from Youngstown to Conneaut Lake, 
desiring that this profitable business should continue, 
offered to give the Lake Shore its full fare of 2 cents 
per mile as a division. The Lake Shore, however, in- 
sisted upon canceling the fares. The result was that 
some 22 bookings for one-day movements to Conneaut 
Lake via the Lake Shore and Bessemer & Lake Erie 
were canceled. 

The Commission is of the view that these movements 
of passengers in guaranteed numbers upon special trains 
are excursions to which the carriers may give, but to 
which this Commission has no power to compel them 
to give, a different fare per passenger from the reason- 
able fare charged for the transportation of single pas- 
sengers upon regular trains. Field vs. S. R. Co., 13 I. 
C. C., 298 [Traffic World, April 18, 1908, p. 79]; the Com- 
mutation Rate Case, 21 I. C. C., 428 [Traffic World, Aug. 
5, 1911, p. 268]; Act to Regulate Commerce, sec. 22. 

The record indicates, however, that the business is 
profitable to the carriers and is viewed by them as de- 
sirable. The state rate litigation which prompted the 
withdrawal of these fares has now been concluded. It 
is the Commission’s view that the carriers were mistaken 
in fearing that any tribunal would regard the establish- 
ment of the fares here considered as admissions that 
any particular fare per mile for the ordinary one-way 
movement of passengers with baggage checking privileges 
is reasonable. The fares for the ordinary movement of 
passengers are not properly to be compared with the 
fares provided for these excursion parties in view of the 
substantially different conditions attached. 

Inasmuch as the establishment of these excursion 
fares is in the interest of the carriers, and inasmuch 
as the occasion for the fear which prompted their re- 
moval has passed, it is to be expected that they will be 
again restored. The Commission is of the view, however, 
that it has not the power to compel their restoration, and 
in that view the complaint will be dismissed. 


McCHORD, Commissioner, dissenting: 

I do not agree that we are without power to fix for 
these special passenger movements any other rate than 
that applicable to single passengers upon regular trains. 
There is no dispute that the service here considered 
differs materially from any other form of passenger trans 
portation. 


Field vs. S. R. Co. 13 I. C. C., 298, involving 
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party-rate tickets for theatrical parties, was decided on 
the broad ground that the Commission could not compel 
carriers to accord special rates and should not be re- 
garded as controlling here. The other citation of the 
majority, Commutation Rate case, 21 I. C. C., 428, to my 
mind is in support of the Commission’s authority here. 
After exhaustively considering the origin and develop- 
ment of the commutation service we there found it to be 
“an independent and a special service and a special kind 
of traffic’ and saw “no reason why the reasonableness 
of the fares demanded for the service might not be looked 
into by the Commission under section one” (p. 443). That 
to this conclusion we were largely led by a consideration 
of the volume of traffic is indicated by the following: 


In Interstate Commerce Commission vs. B. & O. R. R. Co., 
145 U. 8., 263, it is intimated that in framing the act to regu- 
late commerce the Congress did not intend to ignore the pris 
ciple that one can sell at wholesale cheaper than at retail. 
Applying the thought to the thousands of commuters directly 
affected by this proceeding it must not be forgotten that by 
separating their homes from their places of business they have 
committed themselves, to the several defendants that respect- 
ively serve them, as daily travelers back and forth over their 
lines—as wholesale purchasers of their transportation. Out of 
this relation grows a number of economies to the carrier which 
we need not stop now to point out. It suffices to say that in 
our judgment the carriage of a commuter differs in many re- 
spects from other passenger traffic and is an independent and a 
special service and a special kind of traffic. 211. C. C., 443. 

Giving like weight to the same factor in the instant 
case, I can arrive at no different conclusion. True, it 
was said in the Commutation Rate case that the view 
of the Commission had been that carriers might with- 
draw from the policy of issuing mileage books and ex- 
cursion tickets and could not be compelled to resume the 
practice; but this was qualified by the further announce- 
ment that “there might be exceptional circumstances 
where a different conclusion would be required,’ and it 
is my opinion that the “exceptional circumstances” are 
here presented. 

For 10 years or more these defendants have held 
out to the world that they would transport by special 
train a minimum number of passengers, without baggage, 
going and returning the same day, at rates almost uni- 
form throughout the period. The propriety of this special 
classification was recognized and the policy inaugurated 
voluntarily by defendants, continuing on portions of their 
lines up to the present time, but in this section with- 
drawn to coerce legislative action. Carriers are not free 
to hold out at one time that such business is fairly to 
be classified separately from normal passenger traffic, 
and at another time with apparently no justification 
beyond resentment at state legislative action, to hold 
that it is no longer to be so classified, but must move 
under the rate provided for one-way passengers who give 
no guaranty as to numbers and who receive baggage 
checking and other privileges. Moreover, this Commis- 
sion, by section 15 of the Act to regulate commerce as 
now amended, has authority, whenever it is of opinion 
that any individual or joint classifications are unjust 
or unreasonable, or unjustly discriminatory or unduly 
preferential or prejudicial, or otherwise in violation of 
any of the provisions of the act, to make an order that 
the carrier or carriers concerned *shall cease and desist 
from such violations to the extent to which the Com- 
mission finds the same to exist. and to require that the 
carrier or carriers shall adopt the classification and shall 
conform to and observe the regulation or practice so 
prescribed. Under this authority, 1 am of opinion that 
even if the policy of issuing one-day excursion tickets, 
number guaranteed, had not been inaugurated by the 
carriers, this Commission could find and prescribe a 
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reasonable classification for this traffic independently of 
any other passenger service. In my opinion, the existing 
rates for the service contemplated are unreasonable and 
the old rates should be ordered restored, 


ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


TRANSCONT’L RATES FROM GROUP F 
lI. & S. DOCKET NO. 207 OPINION NO. 2398 
(28 I. C. C. Rep., P. 1.) 

IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN CLASS AND COM- 
MODITY RATES BETWEEN POINTS IN IOWA 
AND MINNESOTA AND POINTS IN PACIFIC 
COAST TERRITORY. 


Submitted May 26, 1913. Decided June 17, 1913. 

1. Proposed readjustment of Group F with respect to class 
traffic to and from the south Pacific coast terminals to and 
from the southwestern intermountain territory found to 
have been justified by the respondent. 

2. Order of suspension entered herein vacated except as to a 
proposed increased rate on salt from Duluth to the terri- 
tory above described. 

W. P. Trickett for Minneapolis Civic and Commerce 

Association. 

T. A. McGrath for St. Paul Association of Commerce. 

Walter E. McCornack for Diamond Crystal Salt Co. 

F. H. Wood and L. F. Wilcox for Union Pacific sys- 
tem. 

James L. Coleman for Atchison, Topeka & Santa Fe 

Railway Co. and Southern Pacific Co. 

James G. Wilson for Southern Pacific Co. 
F. B. Houghton for Atchison, Topeka & Santa Fe 

Railway Co. 

R. H. Countiss for Transcontinental Freight Bureau. 


Report of the Commission. 


HARLAN, Commissioner: 

In the tariffs under suspension here the respondents 
have proposed to break up and rearrange one of the 
groups which the Commission adopted as a basis for the 
rates prescribed in the so-called intermountain cases; 
Railroad Commission of Nevada vs. Southern Pacific Co., 
19 I. C. C., 238; 21 I. C. C., 329; and Maricopa County 
Commercial Club vs. S. F., P. & P. Ry. Co., 19 I. C. C., 
257; 21 I. C. C., 329. The group in question for con- 
venience is designated as group F on the tariffs of the 
respondents, and it extends from Kansas City through 
Sioux City to Duluth, a distance of.693 miles. On the 
rate map it makes an unusual appearance, because “of 
its great length and extreme narrowness. The accom- 
panying map shows the group only from Sioux City to 
Duluth, that being the portion of it involved on the 
record before us. As will be seen, it embraces only 
such stations north of Sioux City to and including Duluth 
and Superior, as are on the Chicago, St. Paul, Minneap- 
olis & Omaha and its connections beyond the Twin Cities. 
In the cases cited all these points were grouped with 
Missouri River points and now take Missouri River rates 
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on traffic to and from the territory involved in those 
proceedings. In the tariffs which we have suspended 
the respondents propose to modify the group by dis- 
tributing parts of it among groups D and E. They de- 
sire to accomplish this by applying Mississippi River 
rates to all points north of Sioux City to and including 
St. Paul and Minneapolis. This will put those points 
in group E. They also desire to apply the Chicago, or 
group D, basis to points north of the Twin Cities to 
and including Duluth and Superior. This will leave 
group F undisturbed south of Sioux City. 

The change proposed is to affect only the traffic 
moving to and from the south Pacific coast terminals 
and to and from the southwestern intermountain terri- 
tory; no change is proposed with respect to traffic to 
and from the north Pacific coast terminals. The west- 
ern territory affected by the readjustment may be de- 
scribed roughly as lying west of a line drawn from 
Ogden southerly through Salt Lake City and Albuquerque 
to El Paso, and south of the lines of the Southern Pa- 
cific and the Western Pacific. This territory of des- 
tination is somewhat enlarged in the tariffs when, on 
eastbound traffic, it becomes a territory of origin. 


Group’F points north of VZ 
Stour City cioque ra 
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A glance at the map at once suggests the propriety 
of these changes on purely geographic grounds. For 
example, Flagstaff, which may be taken as a typical point 
of destination in .the intermountain country, is 1,260 
miles from Kansas City. The haul from Duluth to Flag- 
staff through Kansas City is 693 miles longer. The dis- 
tance to Flagstaff from the Twin Cities is 540 miles greater 
than from Kansas City. The relation of rates between 
groups D, E and F may further be illustrated by the 
following table of rates per 100 pounds to Phoenix, also a 
typical point; for convenience the table is limited to the 
numbered classes: 


Classes 
1 2 3 4 5 
rete Bi sccdeu wes tees $2.50 $2.17 $1.83 $1.58 $1.33 
Group E...... ate ool otis 2 80 2.42 2.03 1.71 1.43 
SR Ds Sica Ss 624% 2.90 2.51 2.09 1.75 1.47 
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The rates of the respective groups to the south coast 
terminals are as follows: 


Classes 
1 2 3 4 5 
CROME Tiiiwet Seo ceive $3.00 $2.60 $2.20 $1.83 $1.60 
oo ae 3.30 2.85 2.38 2.00 1.68 
SEY Eivatscecnsteuae 3.40 2.95 2.45 2.07 1.75 


If, therefore, the Twin Cities are taken out of group 
F and put into group E the resulting increase in rates 
on class traffic to Phoenix and the coast will be as fol- 
lows: 


Classes 
1 2 3 4 5 
TO DReenEs . ivicscese $0.30 $0.25 $0.20 $0.13 $0.10 
To south coast ter- 
PE .ctnad soso sees .30 .25 18 17 .08 


And if Duluth is taken out of group F and put on 
the Chicago, or group D, basis, the following table indi- 
cates the extent of the resulting increase in its class 
rates: 


Classes 

1 2 3 

Te SOME Kincesc'eseie $0.40 $0.34 $0.26 
To the coast termi- 

RE, serves Serre nes 08s -40 .30 -25 24 15 


4 5 
$0.17 $0.14 


Nature of Justification of Increases. 


The respondents justify these increases on two 
grounds: On westbound traffic the sum of the rates west 
of Duluth and the lake-and-rail rates to that port from 
the East makes lower than the all-rail rates prescribed 
by the Commission in the intermountain cases. This 
rail-lake-and-rail route is from 600 to 700 miles longer 
than the all-rail routes. The distance from New York 
to Phoenix, for example, by the all-rail short-line route 
is 2,724 miles, and by the water route through Duluth 
is 3,420 miles. The contention is that lower rates should 
not to be made over so circuitous a line. In this, however, 
we see little of real merit. Duluth and the Twin Cities 
are clearly entitled to reasonable rates to and from all 
points. They are also fairly entitled to every rate advan- 
tage that their proximity to the Great Lakes may fairly 
give them. Moreover, the fact that the through rates on 
the waterborne traffic to Duluth and to the rate-breaking 
points in the Northwest may be low is not a sufficient 
reason for depriving those points of the benefits of those 
great channels of commerce by imposing higher rates upon 
their outbound shipments to the intermountain and south 
Pacific coast terminals. 

The second, and a stronger and more logical ground 
for the proposed advance is that the points in question, 
by reason of their location, naturally belong in the 
groups to which they are assigned in the proposed tariffs. 
As a matter of fact, under the present adjustment lower 
rates from group F points in Minnesota and Wisconsin 
are carried by the St. Paul, the Burlington, the Great 
Western, the Rock Island, ‘and the Illinois Central through 
higher rate territory in those states and also in Iowa. 
The position of this group and its relation to groups 
D and E as revealed on the map makes this unavoidable 
In other words, points in Iowa and Missouri now take 
the Mississippi River rate basis, while the Twin Cities 
and Duluth take the ‘lower Missouri River rates. It is 
contended also that this violation of the fourth section 
is further accentuated by the fact that certain lines 
may carry the traffic from group F through territory 
in Wisconsin that takes even the very substantially 
higher Chicago or group D rates; but this movement is 
somewhat circuitous and does not lend material support 
to the respondents’ case. If the advance is to be justi 
fied at all it must be either on the ground that the sug 
gested changes are necessary to avoid the fourth sectio! 
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iolations first suggested or that there has been a sub- 
tantial maladjustment of groups D, E and F. On both 
1ese grounds the readjustment appeals to us as being 
roper and as resulting in relatively reasonable rates. 


In the intermountain cases above cited we adopted 
he same rate groups that the carriers had maintained 
or Many years on traffic moving between the Pacific 
oast and defined eastern territory; and to some extent 
ve graded the rates fixed in those cases in accordance 
ith distance. But in rendering our decision we did not 
ndertake to control the resulting departures from the 
yng-and-short-haul provision of the act. Under the trans- 

continental tariffs in effect before the orders in those 
cases were made effective, there were no violations of 
he fourth section, because the old rates were more or 
ess of the postdge-stamp kind; that is to say, in most 
instances the rates were the same to the Pacific coast 
from all points of origin east of the Colorado common 
point territory. The use of these groups had theretofore 
been confined largely to commodity rates, and these 
rates from the different groups were so arranged as to 
avoid any numerous violations of the long-and-short-haul 
clause of the act. But when in accordance with our 
order in those cases, the class rates were graded from 
the different defined groups in the East, violations of 
the fourth section resulted both under the class rates 
and the commodity rates. Our order in Maricopa County 
Commercial Club vs. S. F., P. & P. Ry. Co., supra, usually 
referred to as the Phoenix case, fixed the class rates on 
their present basis from Kansas City only. But that 
proceeding was disposed of concurrently with Railroad 
Commission of Nevada vs. Southern Pacific Co., supra, 
otherwise known as the Reno case, and the defendant 
carriers, for the sake of uniformity and after consulting 
with the Commission, voluntarily extended to the Phoenix 
readjustment the territorial groups that had been pre- 
scribed for Reno, so that under the tariffs now in effect 
the adjustment covers all the territory west of the Ogden- 
El Paso line to the coast terminals. 


Re'ative Rights of the Cities. 


All things considered, we think that the proposed 
rates have been justified in the record. We know no 
reason why Duluth should have better rates than Chicago 
to and from the territory in question, or why the Twin 
Cities should have better rates than the upper Mississippi 
River crossings. Certainly there is little ground for a 
parity of rates to and from the Southwest as between 
Kansas City and Duluth, which are at the two extremi- 
ties of group F. 

Minneapolis and St. Paul are the commercial centers 
most interested in the proposed readjustment, and they 
took the burden of defending the present rates. On 
behalf of both communities it was substantially admitted 
on the hearing that group F, on a proper and scientific 
basis of rate making, might well be shortened, and 
that the Twin Cities and Duluth could properly be grouped 
respectively with the Mississippi River and Chicago ter- 
ritory on traffic moving betwen those points and the 
Southwest. It was also admitted that this traffic had 
eached no very large proportions, although within the 
ast two or three years some jobbing houses at Minne- 
apolis and St. Paul had established something of a trade 
in the Southwest, which will doubtless grow if the pres- 
ent adjustment is maintained. The representatives of 
those communities, in fact, were apparently ready to 
ithdraw their protest upon assurances that a similar 
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readjustment would be made with respect to traffic mov- 
ing between the Gulf ports and lower Mississippi River 
points to the north coast terminals and the northwest 
intermountain territory; in other words, the protestants 
contend that it is unfair to the Twin Ciiies and Duluth 
to increase their rates to the Southwest before making 
a similar increase from the Gulf ports and Mississippi 
River points to the Northwest. The relation of the lat- 
ter rates to the rates involved here. is too remote, how- 
ever, to be of practical importance at this time. 


Denial of Advance On Salt. 

In the tariffs under suspension the respondents pro- 
pose also to withdraw a commodity rate of 50 cents per 
100 pounds on salt from Duluth to the south Pacific coast 
terminals, and to advance the rate to 60 cents per 100 
pounds, thus putting it on the Chicago basis. We shall 
not permit this advance at this time, more particularly 
because the respondents have filed with us an independent 
application for permission to establish a 50-cent rate on 
salt from Chicago to that territory without observing 
the provisions of the long-and-short-haul clause of the act. 
The application has not been disposed ‘of because the 
carriers have not sufficiently advised us of its merits. 
Until they have furnished us with sufficient information 
to enable us to pass on the application they must be 
regarded as estopped from advancing the Duluth rate. 
On the record we find that the proposed increased rate 
on salt from Duluth to south Pacific coast terminals has 
not been justified. 

The order suspending the tariff in question will be 
vacated in respect of all the rates except the rate on 
salt above mentioned; it will be understood, however, 
that the findings and order herein will be subject to 
such modifications, if any, as may be required as the 
result of the action taken by the carriers in compliance 
with the views to be announced in Iowa State Board of 
Railroad Commissioners vs. A. E. R. R. Co., Docket No. 
5241. 





ORDER. 


It appearing, That on Dec. 27, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: C. W. Bullen, agent, supple- 
ments Nos. 43 and 45 to I. C. C. No. 13; C. C. McCain, 
agent, supplement No. 6 to I. C. C. No. 8; Eugene Mor- 
ris, agent, supplements Nos. 43 and 45 to I. C. C. No. 
225; supplement No. 6 to I. C. C. No. 343; and R. H. 
Countiss, agent, supplements Nos. 43 and 45 to I. C. C. 
No. 929; supplement No. 6 to I. C. C. No. 950; supple- 
ment No. 10 to I. C. C. No. 954, and ordered that the 
operation of said schedules contained in said tariffs be 
suspended until May 2, 1913; and on April 4, 1913, sus- 
pended the operation of certain schedules contained in the 
following tariffs: C. C. McCain, agent, supplement No. 
5 to I. C. C. No. 6; Eugene Morris, agent, supplement 
No. 5 to I. C. C. No. 334; and R. H. Countiss, agent, 
supplement No. 5 to I. C. C. No. 952, until Aug. 30, 1913; 
and on April 4, 1913, suspended the operation of certain 
schedules contained in the following tariffs: C. C. Me- 
Cain, agent, supplement No. 6 to I. C. C. No. 8; Eugene 
Morris, agent, supplement No. 6 to I. C. C. No. 343; and 
R. H. Countiss, agent, supplement No. 6 to I. C. C. No. 
950; supplement No. 10 to I. C. C. No. 954, until Nov. 
1, 1913; 
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It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission has, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the orders of the Commission 
suspending until Aug. 30 and Nov. 1, 1913, respectively, 
the operation of schedules contained in said tariffs, except 
as to a proposed increased rate on salt from Duluth, 
Minn., to the south Pacific coast terminals, as described 
in said tariffs, be, and they are hereby, vacated and set 
aside as of Aug. 30, 1913. 

It is further ordered, That the respondents herein, 
accordingly as they participate in the transportation, be, 
and they are hereby, notified and required to cancel, on 
or before Aug. 30, 1913, the schedules in said tariffs, in 
so far as they propose to increase the rate on salt from 
said Duluth to said points of destination. 

And it is further ordered, That a copy hereof be 
forthwith served upon C. C. McCain, agent, Eugene Mor- 
his, agent, R. H. Countiss, agent, and upon the carriers 
respondents herein and named in said tariffs, and that 
a copy hereof be filed with said tariffs in the office of 
the Commission. 


SALT RATE WATER-COMPELLED 
OPINION NO. 2400 
(28 I. C. C. Rep., P. 38.) 
BROTHERS CO. VS. GENESEE 
ING RAILROAD CO. ET AL. 
BRUCE & WEST MANUFACTURING CO. 
VS. ERIE RAILROAD CO. ET AL. 
NO. 4289. MORTON SALT CO. VS BUFFALO, ROCH- 
SSTER & PITTSBURGH RAILWAY CO. ET AL. 
NO. 4536. STERLING SALT CO. VS. PENNSYLVANIA 
RAILROAD CO. ET AL. 


CASS NO. 3943 


GOTTRON & WYOM- 


NO. 3737. 


Submitted March 25, 1913. Decided June 23, 1913. 

1. The all-rail rate of 10 cents per 100 pounds on coarse salt in 
bulk, from the New York producing field to Chicago, being 
compelled by water competition, it is Held: That the nor- 
mal rate of 14 cents between those points, when scaled back 
to intermediate points in accordance with the percentage 
basis, does not result in discriminatory rates as alleged or 
in rates that are unreasonable 

2. The allegation of a preference of Detroit, and a consequent 
discrimination against the New York field, in the rates on 
salt to destinations in central freight association territory 
not sustained, and the adjustment to this consuming terri- 
tory from both producing fields found to establish a proper 
rate relation. 

A higher rate on salt in bulk than on salt in packages held to 
be neither unreasonable nor unduly discriminatory when the 
differentials are not disproportionate’ to the difference in 
transportation conditions. 

4. A shipment of coarse salt in 200-pound sacks held not en- 
titled to the rate published for coarse salt in bulk, it being 
well understood in the salt trade that the latter phrase 
applies only to salt shipped without containers. 

5. By the inadvertent omission in a tariff of a qualifying phrase 
a rate of 10 cents, intended to apply only on coarse salt in 
buik, became applicable on coarse salt in packages; Held: 
That the statutory burden of justifying the increased rate 
resulting from the subsequent correction of the tariff is 
fully met by the carriers when the circumstances are ex- 
plained. 


John B. Daish for Gottron Brothers Co., Retsof Min- 
ing Co., Morton Salt Co. and other interveners. 

G. M. Stephen for Bruce & West Manufacturing Co. 

Clark, Breckinridge & Caffey for Sterling Salt. Co. 

Walter E. McCornack for Detroit Salt Co. and other 
interveners. 

Henry Wolf Biklé for Pennsylvania Railroad Co. 

H. A. Taylor and T. H. Burgess for Erie Railroad Co. 
and Chicago & Erie Railroad Co. 
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Henry G. Gray and W. C. Coleman for Baltimore & 
Ohio Railroad Co. 

James S. Havens for Buffalo, Rochester & Pittsburgh 
Railway Co. 


Report of the Commission. 


HARLAN, Commissioner: 


These cases taken together involve the whole ad- 
justment of carload rates on salt, in bulk and in packages, 
from the New York mines to consuming points through- 
out Central Freight Association territory. The rates in 
question, so far as they apply on movements of salt in 
bulk, were under attack in Internationa] Salt Co. vs. 
G. & W. R. R. Co., 20 I. C. C., 530, 531 [Traffic World, 
April 22, 1911, p. 715]; and the rate fabric obtaining in 
this territory was there described in this language: 

Salt in carloads takes sixth-class rates under the official 
classification, and the sixth-class rate from New York City te 
Chicago is 25 cents per 100 pounds. There is, however, a gen- 
eral commodity rate of 20 cents applying on all movements of 
salt in carloads from New York City to Chicago, this rate being 
equivalent to 80 per cent of the sixth-class rate. From Retsof, 
Syracuse, Cuylerville and other salt-producing points in that 
vicinity, the sixth-class rate to Chicago is 18 cents per 100 
pounds, which is directly proportioned to the sixth-class rate 
from New York City to Chicago; but salt in carloads, n. o. s., 
moves from those points to Chicago under a commodity rate of 
14 cents per 100 pounds, which it will be observed is also 80 
per cent of the sixth-class rate. These class and commodity 
rates are all scaled to percentage basis destinations. The 
special rate previously referred to, of 10 cents per 100 pounds 
from Retsof and other New York producing points to Chicago, 
applies only on coarse salt in bulk. This rate is not scaled to 
percentage-basis points. 

The complainant in that proceeding was the selling 
agent in the West of the product of the mines at Retsof, 
and the theory upon which the case was tried was that 
the rate of 10 cents on coarse salt in bulk to Chicago 
ought to be scaled back to other destinations in per- 
centage-basis territory and that the rates in effect to 
such other points, being the customary percentages of 
the regular 14-cent rate to Chicago, were relatively un- 
reasonable. The Commission found that the rate on 
coarse salt in bulk from the New York fields to Chicago 
was less than a normal rate and was compelled by the 
competition of the rail-and-lake route through Buffalo; 
and upon a careful consideration of the extensive record 
then before us the rates complained of were not found 
to be relatively unreasonable. The Commission expressly 


refrained from passing upon their reasonableness per se. 


The Gottron Brothers Co., by which the complaint in 
the first of this group of cases was filed just prior to 
the announcement of the Commission’s conclusion in the 
case above cited, is in business in Fremont, in the state 
of Ohio, dealing in building materials and other articles, 
including salt. In the proceeding based upon its com 
plaint there are numerous interveners, persons, firms and 
companies dealing in salt or manufacturing ice cream, 
curing hides, or requiring salt for other purposes. The 
Retsof Mining Co., one of the principal New York pro- 
ducers, with mines at Retsof, is also an intervener. The 
complainant and interveners in the second of the above- 
entitled proceedings are also consumers of or dealers in 
salt at points in the territory in question. The Morton 
Salt Co., complainant in the third of this group of cases 
is the successor in business of the International Salt Co 
of Illinois, and is the selling agent at Chicago of the salt 
mined at Retsof. Since these complaints were heard th« 
Morton Salt Co. has acquired the ownership of the min¢ 
of the Detroit Salt Co., also an intervener herein. The 
Sterling Salt Co., by which the last complaint was filed 
is the only competitor of the International Salt Co. that 
produces mine salt. Its plant is at Cuylerville, only 
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few miles from Retsof, and it ships a large quantity of 
bulk salt to Chicago under the 10-cent rate. 


Basis of Complaint. 

The charge made in these complaints is that the 
carload rates on salt; when shipped in bulk and when 
shipped in packages, are unreasonable per se; that the 
rates are discriminatory and in violation of sections 2 and 

when compared with the rates from Detroit; and 
that the higher rates on salt in packages than on bulk 
movements of salt are unreasonable and unduly discrimi- 
natory. In the case of certain destinations a violation 
of the fourth section is also alleged in the case of bulk 
shipments only, in that the through rates exceed the 
combination of intermediate rates on Detroit or Chicago, 
or the rates to particular points directly intermediate to 
Chicago or Detroit are higher than the rates to Chicago 
or Detroit. These alleged violations of the fourth sec- 
tion arise out of the existence of the special rate of 10 
cents on bulk salt to Chicago and the special rate of 
7.8 cents on bulk salt to Detroit. The specific relief 
sought by the complainants and interveners is the re- 
duction of the package rate to Chicago from 14 cents 
to the basis of the present rate of 10 cents per 100 
pounds on salt in bulk, and the scaling of the latter 
rate, on both bulk and package salt, to other destinations 
to which the rates from the New York field are now 
sealed on the 14-cent rate to Chicago. 

The correctness of the conclusion of the Commission 
in International Salt Co. vs. G. & W. R. R., supra, re- 
specting the competitive character of the 10-cent rate 
on coarse salt in bulk to Chicago is confirmed by this 
record. When that report was handed down the salt 
moving from Retsof through. Buffalo was handled in boats 
owned or chartered by the Michigan, Indiana & [Illinois 
line. The practices and relations of that company to 
salt producing and selling companies have since been 
considered by the Commission in Colonial Salt Co. vs. 
M., I. & I. Line, 23 I. C. C., 358. [Traffic World, May 11, 
1912, p. 936.] We there held that the so-called boat line 
and its facilities were the private facilities of the salt 
company and not public transportation facilities, and that 
they had been used as a device to defraud the law and 
secure illegal results in the way of divisions out of the 
joint rates that amounted to nothing less than rebates. 
The joint through rates with that line were afterward 
canceled as we directed, but we do not understand that 
the lakes have since been abandoned by these salt com- 
panies as a route for their movements of bulk salt from 
the New York salt field to Chicago. On the contrary, the 
record here indicates that water-borne salt is still moving 
in large volume, although not in boats operated in the 
name of the Michigan, Indiana & Illinois line. When 
the salt was being carried in the name of that line the 
larger part of it moved in tramp steamers specially char- 
tered by it for that purpose. Tramp steamers are still 
available for the movement and are actually used; and 
the rate for transporting the salt that now moves by the 
lakes to Chicago has not changed substantially. 


Qualities, Values and Rates.. 


The salt produced at Retsof and Cuylerville is mined 
like coal and is not produced by evaporation, which is the 
process at other points in the New York field and in 
the Ohio and Michigan fields. There is also a mine at 
Detroit owned by the Detroit Salt Co., an intervener 
herein, which, as before stated, has been acquired by 
the Morton Salt Co. since these complaints were brought. 
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Coarse mine salt seems to be worth about $2 per ton 
at the mine and is used chiefly by ice cream manufac- 
turers, packing houses and for feeding cattle and curing 
hides, as well as in pickling. Evaporated salt ranges in 
value from $2 and $3 per ton to as high as $40 and $50 
per ton; and when packed in appropriate cartons it 
retails for as much as 5 cents per pound. It is used 
largely for dairy and table purposes, although the coarser 
and cheaper grades are used in manufacturing and icing. 
Evaporated salt is produced at other points in the New 
York field in the neighborhood of Retsof and Cuylerville, 
and several of the plants are controlled by the Inter- 
national Salt Co., which owns the Retsof Mining Co. 
The same rate is applied on salt of every quality and 
grade, irrespective of its use, when shipped in packages; 
that is to say, when shipped in bags or sacks, in boxes or 
in barrels. The same rates are also applied on coarse 
salt when shipped in bulk, except, as heretofore explained, 
when shipped in bulk to Detroit and Chicago, for which 
service there are lower rates. There are also special 
rates on coarse salt in bulk from Detroit to some 18 
destinations, including Chicago, Milwaukee, Peoria, Dav- 
enport, East St. Louis, Louisville and Cincinnati. The 
record contains no discussion of the propriety, from a 
rate-making standpoint, of distinguishing between high- 
grade table salt or dairy salt and the coarser grades of 
evaporated and mined salt; and no such distinction 
seems to be made in the rates. The legality, however, 
of a higher rate on coarse salt when shipped in packages 
than is charged on that commodity when shipped in 
bulk is questioned in these complaints. But differences 
in rates, according to the character of the container or 
the form in which the commodity is shipped, are not 
uncommon; and it is clear that such rate adjustments 
are not unreasonable or discriminatory per se when the 
differentials are not disproportionate to the differences 
in transportation conditions. 


Movement of Product. 


While salt in bulk moves from Buffalo in tramp 
steamers, there is no movement in such vessels of salt 
in packages. On the other hand, the so-called standard 
lake lines do not carry salt in bulk, but do transport 
salt in barrels, boxes, or sacks at a joint rate of 10% 
cents per 100 pounds from Retsof, Cuylerville and other 
New York originating points. The greater part of the 
movement of package salt by the lake route consists of 
the finer grades of salt and is from other producing points 
than Retsof and Cuylerville. The rail-and-lake package rate 
of 10% cents bears the same relation to the all-rail rate of 
14 cents to Chicago that the rail-and-lake rates to Chicago 
usually bear to the standard all-rail rates to that point. 
In other words, the special water competition that com- 
pels the 10-cent rate on coarse salt in bulk from the 
New York mines to Chicago is wholly lacking in the 
case of salt, whether coarse or fine, shipped in packages 
to Chicago. 

It is doubtful whether coarse salt in sacks moves 
in any considerable volume from Retsof and Cuylerville 
to Chicago either by the all-rail or by the rail-and-lake 
routes; the greater portion of the movement between 
those points seems to be in bulk. It is only the large 
consumer of mine salt who purchases it in bulk in car- 
load quantities. The smaller consumer buys the salt 
in 200-pound sacks. Orders for that kind of salt at 
Chicago and points beyond Chicago are taken care of 
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from stock shipped in bulk from the mines and sacked 
at Chicago. 

On the whole record we do not find that the rate 
of 14 cents on salt in packages to Chicago is unreason- 
able or unduiy discriminatory or that a reduction is re- 
quired because of the lower rate to that market on 
coarse salt in bulk. 


Complainants’ Showing Unconvincing. 


The new and the principal question presented by 
the record is whether the rate of 14 cents on package 
salt to Chicago and the rates on salt in packages and 
in bulk to othen points in Central Freight Association 
territory, which are based on the 14-cent Chicago rate, 
are just and reasonable charges for transportation. The 
proof offered by the comp:ainant and interveners in sup- 
port of the allegation of unreasonableness is not con- 
vincing. It consists chiefly of statements of comparative 
rates on cement, a low-grade, heavy-loading commodity, 
between selected points, the ton-mile earnings on whicid 
average somewhat less than the ton-mile earnings under 
these salt rates. In this connection some 10. or 12 other 
low-grade commodities are mentioned, such as clay, 
brimstone and pig lead, whose basis of rates from New 
York to Chicago are lower than the salt basis. The 
complainants also refer to the characteristics that make 
salt a low-grade and desirable traffic, entitled to low 
rates, namely, its cheapness, the slight risk of loss or 
damage, and the heavy loading. 

The proof offered by the defendants, on the other 
hand, is more extensive and satisfactorily establishes the 
reasonableness of the rates per se. Two statements of 
per-ton-mile earnings under these salt rates offered by 
the carriers are particularly enlightening. One of them 
includes all the destinations in this territory, about 125 
in number, that are named by the complainants or in- 
terveners in connection with their claims for reparation. 
The average earning per ton per mile under the rates 
from Cuylerville is only 4.8 mills as against 7.8 mills un- 
der the rates to the same points from Detroit, 7.3 mills 
from Cleveland, 7.4 mills from Akron, and 5.6 mills from 
Ludington. These are the other important salt-producing 
points that compete in this territory. A similar statement 
presented by the defendants names all the destinations 
to which salt actually moved from Cuylerville, as shown 
by their records, during the period from Jan. 1, 1910, to 
July 14, 1911. Oven 150 points are included, and the 
average earning per ton-mile is only 5.1 mills from 
Cuylerville, as against 8 mills from Detroit. The rate of 
10 cents from Retsof to Chicago yields only 3.6 mills. If 
scaled to other points in the percentage-basis territory, 
the average per-ton-mile earnings under such reduced 
rates would be something like 3.7 mills. 

In Railroad Commissioners of Kansas vs. A., T. & S. 
F. Ry. Co., 22 I. C. C., 408, 410 [TrarFic Wor.p, Feb. 24, 
1912, p. 324], we said: 


. Salt is very desirable traffic from a transportation stand- 
point. It loads heavily, is not liable to loss or damage in 
transit, can be handled at the convenience of the carrier, and 
affords a uniform business. Its value is comparatively little, 
being from $1.50 to $2 per ton at the point of production. While 
not consumed as largely as coal, cement, brick and similar 
commodities, and while therefore the freight rate is not so 
noticeable, it is an article of universal and necessary consump- 
tion. All these considerations call for a low rate of transporta- 
tion, and have been repeatedly recognized by this Commission. 
It is also true that the ability of a particular producer to seil 
in a given market has depended largely upon the cost of trans- 
portation, and this in turn has operated to force down rates 
generally, so that salt rates in this territory, certainly, have 
been established by the voluntary action of the carriers at a 
low level. Notwithstanding, however, all these considerations 


which make for a low charge in the handling of this commodity, 
we are unable, upon any theory, to hold that a rate which pays 
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only 5 mills per ton-mile is unreasonable in and of itself. Whik 
this record shows that lower rates have been maintained in the 
past under a stress of competition, and are in some cases being 
maintained to-day, and while if a carrier maintains a lower 
rate in favor of one locality it may perhaps be required to 
accord similar treatment to some other locality, we cannot hoid 
that the maintenance of this rate is inherently unreasonable. 
In the light of the earnings per ton-mile stated above 
it cannot be said that the salt rates on the 14-cent scale 
from the New York field are unreasonable per se, par- 
ticularly in view of the fact that those rates apply not 
only to the movement of low-grade coarse salt from 
Retsof and Cuylerville, but to the higher grades of salt 


shipped from other points in the same field. 
Comparison With Other Commodities. 


The defendants also presented several tables of rates 
on other commodities, taking basing rates from New York 
to Chicago that are the same or higher than the basing 
rate of 20 cents between those points that govern the 
salt movement. Included in the list are such commodi- 
ties as sugar, 26 cents; iron and steel articles, 30 cents, 
and cement, 20 cents. They also introduced what is 
said to be a complete statement of the rates from New 
York to Chicago on 12 articles having a lower basis 
than that on salt, such as brimstone and sulphur, 16 
cents; sand, 17 cents; crushed oyster shells, limestone 
and gravel, 18 cents; and these rates are, some of them, 
not scaled to the lower percentage groups. All this 
makes a formidable showing in favor of the reasonable- 
ness of the rates on salt. 
in salt in 
interveners 


The interest of consumers and dealers 
this territory who are complainants and 
herein is, of course, directed toward the amount of the 
rate from the New York producing fields rather than 
to its relation to the rate from Detroit and other pro- 
ducing territories. It may be well to state at this point 
that the defendants intimate that these consumers and 
dealers were induced by the International Salt Co. or 
its representatives to come forward with these com- 
plaints. The interest of the Retsof Mining Co., inter- 
vener in behalf of the reductions, and of the Detroit Salt 
Co., intervener in opposition thereto, is directed, on 
the other hand, not so much toward the amount of the 
rates from their shipping points as to the relation be- 
tween the rates from the two producing territories. 
Since the hearing the Detroit mine, as heretofore stated, 
has been acquired by the Morton Salt Co., the western 
selling agent for the Retsof company. Assuming that 
this terminates the competition between the Retsof com- 
pany and the Detroit company, there still remains a 
competition between the latter and the Sterling Salt Co. 
at Cuylerville in the New York field. A glance at the 
map will reveal that to the greater proportion of these 
consuming points in Central Freight Association territory 
Detroit is nearer than Retsof and Cuylerville. Where 
Retsof is under a substantial disadvantage in mileage it, 
of course, cannot expect to have an equality in trans 
portation charges, inasmuch as the rates are not made 
on the blanket principle, the groups in which the des 
tinations are included being of limited area. Where the 
distance is greater from Retsof than from Detroit it is 
properly to be expected that the earnings per ton pe! 
mile shall be somewhat lower from Retsof, inasmuch 
as there are no differences in operating or transportation 
conditions that explain or justify an exception to the 
general rule that the rate per ton per mile should de 
crease as the haul increases. It appears that this prin 
ciple has been applied, almost without variation, through 
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out this rate structure. In eastern Ohio, near the Penn- 
sylvania line, the rates from the two producing fields 
come together. At Youngstown, O., the rate is 9 cents 
from either field, and the distance from Detroit is 240 
miles, while from Retsof it is 249 miles. The rate per 
ton per mile is 7.3 mills from Retsof and 7.5 mills from 
Detroit. At Sharon, Pa., just east of the Ohio-Pennsyl- 
vania line, the rate is 9 cents from Cuylerville, for a 
distance of 235 miles, and from Detroit 9 cents, for a 
distance of 252 miles, the rate per ton per mile being 


7.7 mills from Cuylerville and 7.1 mills from Detroit. 


Rate Adjustment Scientific. 


Upon the whole record we are convinced that the 
rates throughout this territory from the conflicting pro- 
ducing fields have been carefully and scientifically ad- 
justed both with relation to the percentage scale from 
the East and as between Detroit on the one hand and 
Retsof and Cuylerville on the other. There are always 
practical difficulties, too,. in attempting to break up a 
rate relation from fields served by different carriers. 
For example, the principal carriers out of Detroit are 
the Wabash, Michigan Central, and Grand Trunk, and 
these lines are not important carriers of salt from Retsof 
and Cuylerville. Furthermore, any disturbance in the 
rate from Detroit, made with the purpose of lining up 
the rates on coarse salt from the respective mines, would 
have the effect of disturbing and throwing out of line 
the rates on evaporated salt which is shipped from wells 
and refineries not only in the Detroit group, but in 
the Ludington and Manistee section, the Ohio fields, and 
wells in northern New York. As heretofore stated, the 
record indicates that the 14-cent rate on salt when 
sealed to Central Freight Association points from the 
New York field does not result in rates that are unrea- 
sonable per se, and if the rates to particular destinations 
under that scale are unreasonable or discriminatory as 
compared with the rates to the same points from Detroit 
the adjustment may be rectified only by an increase in 
the Detroit rate or a cut in the rate to the particular 
destinations from Retsof. The latter alternative, of 
course, involves breaking down the percentage adjust- 
ment as applied to the salt traffic. 

The record seems to indicate that there is no move- 
ment either of coarse salt in bulk or of salt in packages 
by the lake route from Cuylerville and Retsof to Cleve- 
land, Toledo, Detroit, or other ports that by rail are 
intermediate to Chicago. The entire movement to those 
destinations is over all-rail routes. If it should develop 
that there is any substantial volume of salt moving by 
the lake to these intermediate ports, there must be a 
readjustment of their rates in proper relation to the 10- 
cent rate to Chicago. 

Complainants Made Late Discovery. 

In the third of this group of cases, brought by the 
Morton Salt Co., it appears that a tariff of the principal 
defendant named the 10-cent rate from Retsof to Chicago, 
on “coarse salt” in carloads, without limiting its appli- 
cation to such salt when shipped “in bulk.” In other 
words, under the wording of the tariff the rate in ques- 
tion was applicable to carload movements of coarse salt 
in sacks or packages. It does not appear that the rate 
was ever used on shipments of any kind until, shortly, 
before the filing of this complaint, the complainant dis- 
covered its existence and made a few shipments. The 
defendants thereupon promptly corrected the tariff and 
the complainant requested the Commission to suspend 
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the new schedule. This application was denied. The 
contention of the complainant is that this increase, from 
10 to 14 cents per 100 pounds, having been made since 
the amendment of June 18, 1910, the burden of proof is 
on the defendants to justify its reasonableness. The 
general question of the reasonableness of these rates is 
fully disposed of in the other cases in this group. The 
particular question is a purely technical one. It will 
suffice to say that we think the burden resting upon 
the defendants (under the amended act) of justifying 
the proposed increase is fully sustained by a mere ex- 
planation of the circumstances. 

The fourth case in this group, the complaint of the 
Sterling Salt Co. against the Pennsylvania Railroad Co., 
involves an interpretation of the tariffs. It is the con- 
tention of the complainant that salt shipped in 200-pound 
sacks should properly fall under the tariff description 
of coarse salt in bulk. It appears that the complainant 
made a test shipment for the purposes of this case, 
describing a carload of salt in sacks on the bill of lading 
as coarse salt in bulk, and when the rate was raised 
by the carrier from the 10-cent rate to the 14-cent basis 
this complaint was filed claiming reparation on the ship- 
ment. It is well understood by the salt trade that the 
rate on coarse salt in bulk applies only to such salt 
when loaded in the cars without any container. From 
the record here, and from the record in International 
Salt Co. vs. G. & W. R. R. Co., 20 I. C. C., 530,. supra, 
to which the Sterling company was a party, we are 
convinced that this shipper was familiar with the tariff 
descriptions as indicated, and that the charges were 
assessed on the shipment here involved in accordance 
with the published tariffs. We see no merit in the con- 
tention of the complainant. 

An order will be entered dismissing these complaints. 


FIVE YEARS TOO LONG TO WAIT 
CASE NO. 5211 OPINION NO. 2405 
(28 I. C. C. Rep., P. 91.) 

DILLON COAL & TRANSFER CO. VS. OREGON SHORT 
LINE RAILROAD CO. ET AL. 


Submitted April 22, 1913. Decided June 19, 1913. 


Although advised by the Commission that his claim informally 
presented would be considered only on the formal docket the 
petitioner took no further action for five years and then filed 
rg gamete Held: That it is barred under section 16 
of the act, 


R. L. Varney for complainant. 
H. A. Seandrett, P. L. Williams and N. H. Loomis for 
defendants. 
Report of the Commission. 


BY THE COMMISSION: 

Complainant, W. T. Scully, was engaged in the retail 
coal business at Dillon, Mont., from 1906 to 1910, under 
the name of Dillon Coal & Transfer Co. By petition, 
filed Aug. 26, 1912, he seeks reparation on certain ship- 
ments of coal in 1905, 1906 and 1907 from Rock Springs, 
Cumberland and North Kemmerer, Wyo., to Dillon, on 
which the rate charged was $4 per net ton. This rate 
is alleged to have been unreasonable and unduly preju- 
dicial. . 

The claim was originally filed with the Commission 
May 6, 1907. It was presented informally by the Com- 
mission to the carriers and declined by them. On Sept. 
5, 1907, complainant was so notified by the secretary of 
the Commission and was advised that, if determination 
of the controversy was desired, it would be necessary 
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for him to file a formal complaint. No further action 
was taken by complainant prior to the filing of this peti- 
tion on the date above mentioned. 

At the hearing an amended petition was filed which 
sought to substitute another person as complainant with- 
out changing the issues. Objection thereto was entered 
by the defendants on the ground that the claim of the 
person to be so substituted as well as the claim of the 
original complainant are barred by the statute of limi- 
tations. 

We are of opinion that defendant’s contention respect- 
ing the statute of limitations is well founded and must 
be sustained. We hold that having failed to take any 
action within a reasonable time following notification by 
the Commission on Sept. 5, 1907, that the claim could 
not be disposed of informally, complainant thereby aban- 
doned his claim and cannot be allowed, five years later, 
to revive it and urge in support thereof that the running 
of the statute was barred by the informa] presentation 
of the claim to the Commission jn 1907. 

An order will be entered dismissing the complaint. 


ORDER 


This case being at issue upon complaint and answers 





on file, and having been duly heard and submitted by 
the parties, and full investigation of the matter and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


INTERIOR IOWA CITIES CASE 





OPINION NO. 2402 
(28 I. C. C. Rep., P. 64.) 

STATE OF IOWA ET AL. VS. CHICAGO, ST. PAUL, 
MINNEAPOLIS & OMAHA RAILWAY CO. ET. AL. 
NO. 3465. SAME VS. NEW YORK CENTRAL & HUD- 
SON RIVER RAILROAD CO. ET. AL. 


Submitted Nov. 15, 1912. Decided June 17, 1913. 


CASE NO. 3464 


1. The rate adjustment upon which through charges are based 
on movements of class traffic, between points in the interior 
of lowa and points in the territory east of the Indiana- 
Illinois state line, described and condemned as resulting in 
rates that are unreasonable and unduly discriminatory. 

2. A proportional rate may not be condemned simply because it 
exceeds the local rate between the same points or because 
it may yield excessive earnings for that part of the through 
movement. A shipper has no real grievance with respect to 
his through traffic unless compelled to pay excessive charges 
for the through service. It frequently happens, however, 
that the through charge for a through service is unreason- 
able because one of its factors is excessive; in such a case 
on a proper record, as in this case, the excessive propor- 
tional may be reduced. 

3. The through charge in question found to be unreasonable 
and unduly discriminatory because of the excessive and 
discriminatory proportional rates applied between the Mis- 
sissippi River and the interior Iowa points, and the de- 
fendants required to submit for approval a schedule of pro- 
portional class rates graded back across the state on the 
basis of the proportional scale of 55 cents between the 
rivers fixed in Warnock Co. vs. C. & N. W. Ry. Co., 21 
I. C. C., 546. 


George Cosson, attorney-general, C. A. Robbins, J. H. 
Henderson and Dwight N. Lewis, for the state of Iowa 


and other complainants. 
Clifford Thorne for board of railroad commissioners 


of Iowa. 
N. T. Guernsey for Greater Des Moines committee 


and others. 
Cc. C. Wright for Chicago & Northwestern Railway 


Co. 
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A. P. Humburg and R. V. Fletcher for Illinois Central 
Railroad Co. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 
Co. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

T. J. Norton for Atchison, Topeka & Santa Fe Rail- 
way Co. 

G. B. Winston for Chicago Great Western Railroad Co. 

George W. Seevers for Minneapolis & St. Louis Rail- 
road Co. 

N. S. Brown for Wabash Railroad Co. 

O. E. Butterfield for New York Central lines. 


Report of the Commission. 


HARLAN, COMMISSIONER: 

In the report just disposed of (ante, p. 47) we have 
referred to that complaint, the complaints under consid- 
eration here, and to the complaints that follow (infra, 
pp. 76 and 82) as a combined effort on the part of the 
state of Iowa, its railroad commission and its merchants 
and shippers to secure more favorable rates into and out 
of the entire state. The most important traffic involved 
on the record in this proceeding is to and from the East, 
and for convenience the above-entitled complaints are 
referred to as the interior Iowa cities case. They were 
consolidated and heard together on one record and both 
the eastern and western carriers are parties to it. 

The reductions that we have required in the preceding 
case (ante, p. 47), in the local rates to the upper Mis- 
sissippi River crossings, will result necessarily in reduc 
tions in the through freight charges of the interior towns: 
such a readjustment must follow in order to avoid through 
charges in excess of the sum of the intermediate rates 
on the river. Nevertheless these lower rates of the in- 
terior towns will not satisfy the shippers on whose behalf 
the complaints now before us were filed. The record 
indicates the existence of a substantial contest for com- 
mercial supremacy between the river towns and points in 
the interior, and under the present rate adjustment the 
latter are at something of a disadvantage, which will be 
increased by the reductions in the rates to the river 
unless the adjustment is relieved by material reductions 
herein in the rates to and from the interior. 

The interior towns have no joint through class rates 
to and from the territory east of the Indiana-Illinois state 
line; on such traffic the through charges are based on the 
iowest available combination of intermediate rates, and 
this usually makes on the Mississippi River. But the 
through charges are made up and published in an unusual 
form which must be fully understood in order to arrive 
at intelligent conclusions with respect to the various 
questions here before us. With that end in view it may 
be well first to make a brief reference to the construction 
and recent history of the rates from the East to the 
Missouri River. 

As we have seen, the upper Mississippi River towns 
take higher rates from the East than the lower crossings. 
In this respect the Missouri River towns stand on a dif- 
ferent basis. All points on that river, from Kansas City 
on the south to Omaha and Sioux City on the north, have 
been on a parity of rates for many years with respect 
to traffic to and from the East. Traffic to those points 
may be said to be competitive in the sense that a num- 
ber of the carriers serve both Kansas City and Omaha; 
but the general conditions are such as to require us to 
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regard the through charges in effect at this time to the 
lissouri River as normal and reasonable through rates, 
naffected by any transportation conditions tending to de- 
press their general level. As stated in the preceding 
eport, the Mississippi River from St. Louis on the south 
o Dubuque at the north, a distance of about 350 miles, 
s crossed at a number of different points known as the 
pper and lower river crossings. While the northern and 
southern routes are on a parity at the Missouri River, as 
ust stated, the through charges are, and for many years 
have been, made up on a different basis. To St. Louis 
and the other lower crossings, as we have seen in the 
previous case, class rates are applied from New York 
City on an 88-cent scale. Besides being the local rates 
) St. Louis this scale of rates applies as proportional 
ates on through traffic to the Missouri River. From the 
ower crossings to all points on the Missouri River there 

a local 60-cent scale of class rates, which was applied 
also to through movements until, in Burnham-Hanna-Mun- 
ger Co. vs. C., R. I. & P. Ry. Co., 14 1. C. C., 299, we held 
iat the through charges ought to be somewhat less than 
the sum of the intermediate rates and thereupon required 
the carriers to establish between the rivers proportional 
through traffic on a scale of 51 cents per 100 
pounds. At that time the first-class rate to East St. Louis 
was 87 cents and, with the local 60-cent rate beyond, the 
through charge to the Missouri River was $1.47. Subse- 
quently St. given an 88-cent scale of class 
rates, which, together with the proportional scale of 51 
cents, required under our order in the case cited, made 
a through charge on first-class traffic over the lower routes 
of $1.39 per 100 pounds. The present through charges 
to Missouri River points over the lower routes are on a 
scale of $1.43 as hereinafter explained. 

The loca] rates to the northern Mississippi River 
crossings have been and now are fixed on a 97-cent scale, 
and the same 60-cent scale of local rates between the 
rivers has been and now is in effect. In order therefore 
that the northern routes might be on a parity with the 
southern routes on through traffic to the Missouri River, 
Was necessary for the carriers to the upper crossings, 
the time the case last cited was under consideration, 
to shrink their 97-cent local scale to the Mississippi River 
(9 a proportional scale of 87 cents. When the local rates 
to the lower crossings were put on an 88-cent scale the 
northern carriers applied that scale as proportional rates 
to the upper crossings on through traffic. And after our 
order in Burnham-Hanna-Munger Co. vs. C., R. I. & P. 
Ry. Co., supra, had been entered, the northern carriers 
established a 5l-cent scale of proportional rates between 
the rivers, thereby making a scale of through charges 
to the Missouri River on a parity with the through rates 


rates on 


Louis was 


over the lower routes. Later, in Warnock Co. vs. C. & 
N. W. Ry. Co., 21 I. C. C., 546, we permitted the car- 
riers, under the changed conditions there shown, to 


increase the scale of proportional rates between the 
rivers from 51 to 55 cents; this, in connection with the 
88-cent scale applicable to the upper and lower crossings 
on through traffic, yielded a scale of through charges on 
class traffic over all routes to the Missouri River of 
$1.43. That is the adjustment in effect at this time. 
These rates will not be affected by the order in The 
Mississippi River Cities case, ante p. 47. 

But the proportional rates to the Mississippi River 
are not made and never have been made with special 
reference to the traffic of interior Iowa points. On the 
contrary, they are made largely to meet the conditions 
of through traffic to the Missouri River and to the ter- 
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ritory beyond. Moreover, in neither. of the cases above 
mentioned did we deal with the rates to interior Iowa. 
Nor have the carriers in consequence of either decision 
made any change in their through charges to and from 
those points, except in the western part of the state, 
where some reductions were required under the fourth 
section. And therefore in the case now before us, as we 
analyze the situation, we must consider the relation of 
the through charges to interior Iowa to the through 
charges to points on the two rivers, and must ascertain 
to what extent, if at all, they are unreasonable or un- 
duly discriminatory. While there has been a growing 
number of complaints from these communities, their 
rates have not until now been challenged in any compre- 
hensive way. In Greater Des Moines Committee vs. C., 
R. I. & P. Ry. Co., 17 I, C. C., 54, and Ottumwa Com- 
mercial Asso. vs. C., B. & Q. R. R. Co., 17 I. C.-C, 418, 
which came on for disposition after our report in Burn- 
ham-Hanna-Munger Co. vs. C., R. I. & P. Ry. Co., supra, 
was announced, and before we had considered the com- 
plaint in Warnock Co. vs. C. & N. W. Ry. Co., supra, 
we reduced by substantial amounts the through charges 
from eastern points on first-class traffic to Des Moines 
and on first and second class traffic to Ottumwa: but 
neither case involved the rates of other points in lowa. 
Our orders in the two cases were complied with by the 
defendants; but they did not extend the underlying 
principle of our reports to the rates of other towns in 
lowa, or make any changes in their rate schedules except 
such as were unavoidably required. As a mater of fact, 
the compliance of the carriers with the orders in those 
cases was so literal that the eastbound rates from Des 
Moines and Ottumwa have remained unchanged and are 
still on the same basis that we there condemned in 
respect of the westbound rates to those points. 


It will thus be seen that, although we have fixed 
the through rates to the Missouri River on a basis that 
has been accepted by the carriers and on a principle that 
has been judicially approved in Interstate Commerce 
Commission vs. C., R. I. & P. Ry. Co. 218 U. S., 88; 
and, although we have required rate reductions to two 
important towns in the state, the general scale of rates 
to interior Iowa points remains practically unchanged 
and to-day is on the same basis that has been in effect 
for many years. We repeat, therefore, that the real 
question on this record is whether the rates to interior 
Iowa shall be readjusted so as to conform to the prin- 
ciples laid down, and bear some relation to the standard 
fixed, in Warnock Co. vs. C. & N. W. Ry. Co., supra. 
We state the issue in that form because nothing has de- 
veloped on the record now under consideration that is 
suggestive of any error in the conclusions reached in 
that case, or that shows the need of further reductions 
in the through charges of the defendants to the Missouri 
River. We do not understand, in fact, that the Iowa 
interests by which these complaints were presented seri- 
ously contend that the present through charges to the 
Missouri River are excessive. It seems therefore neces- 
sarily to follow from this state of affairs that the Mis- 
souri River rates must be regarded as forming some- 
thing of an established base line from which we must 
look back upon the interior Iowa rates and by which, as 
more or less of a standard, we must consider the reason- 
ableness of those rates, bearing in mind at the same 
time the rates to the upper Mississippi crossings which 
we have fixed for the future in the case immediately 
preceding this report. 

This brings us to an explanation of the manner in 
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which the present rates to and from interior Iowa points 
are constructed and published. Although the through 
charges are based on the sum of the intermediate rates, 
the earnings on the traffic are not divided east and west 
of the river on any such basis. A single example will 
suffice to explain, and, for convenience, lowa City may 
be taken as an illustrative point. The local first-class 
rate from New York to the river is 97 cents; the local 
first-class rate to lowa City from the nearest river cross- 
ing, which in this case is Muscatine, is 18.8 cents per 
100 pounds. Under the principle on which the whole 
rate adjustment is built, the sum of these two rates, or 
$1.158, is the maximum charge that may be exacted on 
the through movement, there being no other basing point 
on which a lower combination of intermediate rates is 
made. The carriers have therefore made that the actual 
through charge per 100 pounds from New York to Iowa 
City. It is not published, however, as a joint through 
rate. Nor are the local rates to and beyond the river— 
97 cents and 18.8 cents, respectively—applied to the 
movement; the local rates are altogether disregarded 
except as their sum is used to measure the through 
charge. As the lines east of the river have published a 
proportional rate of 88 cents, applicable on through traffic 
whatever may be its destination west of the river, the 
lines west of the river are left with an opportunity, still 
keeping within the sum of the intermediate rates, to de- 
mand the balance of the through charge, or 27.8 cents, 
as their proportional rate to Iowa City. It will be ob- 
served that this is 9 cents in excess of the local rate 
from the nearest river crossing. This relation between 
the proportional and local rates from the river is char- 
acteristic of the whole rate structure, the proportional 
rate from the river crossing, on through traffic to a 
given interior point, being usually higher than the local 
rate. from the river to that point. 

The principle underlying the rates to and from inte- 
rior Iowa is (a) to equalize the through charges over all 
the reasonably direct routes, and (b) to make the through 
charges substantially on the combination of intermediate 
rates on the Mississippi River. In the accomplishment of 
this object another remarkable rate feature is developed 
and must be explained before the structure may be under- 
stood: 

In this and the preceding case we have taken New 
York as typical of the Atlantic seaboard and have stated 
the rates from that point to the river and points beyond. 
The local and proportional rates to the river from other 
points east of the Inuiana-Illinois state line are adjusted 
in a similar manner. In other words, points of origin 
in the East take proportional rates to the upper crossings 
that are the same as the local rates to the lower crossings; 
and these proportionals to the river apply on all through 
traffic, regardless of the point of destination beyond the 
river. For example, the proportional rate from Columbus 
to all the crossings, both lower and upper, is 46 cents, 
whether the traffic is destined to Omaha, Des Moines, 
Iowa City, or elsewhere in the state. That is also the 
local rate from Columbus to the lower crossings; but its 
local rate to the upper crossings is 59 cents. The local 
rate to the upper crossings is 69 cents from Pittsburgh. 
55 cents from Saginaw, and 52 cents from Indianapolis. 
The local rates of these points to St. Louis are, respect- 
ively, 564%, 46 and 38 cents. The latter rates are therefore 
the proportional rates from these points to the Mississippi 
River on traffic moving through the upper crossings to 
any point of destination beyond the river. These loca! 
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and proportional rates to the upper crossings from the 
points mentioned, and the local and proportional rates 
from other points east of the Indiana-Illinois state line, 
are established on a basis that fairly expresses the dif- 
ferences in the length of the respective hauls to the river, 
and therefore in the cost and value of the service, The 
special feature in the system, however, to which we wish 
to direct attention is that the proportional rates of the 
initial lines from all eastern points to the river are ap 
plied without regard to the destination of the traffic be 
yond the river. On the other hand, the delivering car 
riers west of the river have made the point of origin 
in the East a direct factor in fixing the amount of their 
proportionals. That is to say, although the haul west of 
the river to a given point in the interior of Iowa must 
necessarily be over the same rails whether the shipment 
originates at New York, Pittsburgh or Columbus, and 
although there can be no difference in the cost to the car- 
rier of that particular part of the through service, never- 
theless the proportional rates west of the river vary 
according to the point at which the traffic originates. 
The carriers to the river fix their rates in strict relation 
to their own service and give no heed to the length of 
the haul west of the river. But the carriers west of the 
river fix their proportional rates in some relation to the 
length of the haul east of the river. They reach back 
into the territory of origin, which is not touched at all by 
their own rails, and although their service west of the 
river to a given point in interior Iowa is the same in any 
case, they nevertheless assess a different proportional rate 
according as the shipment may originate in one group or 
another of 10 separate and defined territories of origin 
which they set up in their tariffs. These groups are 
wholly unknown to the eastern lines, not being men- 
tioned in their tariffs. 

The manner in which this rate system works out 
inay be illustrated by referring again to through ship- 
ments from the East to Iowa City. The proportional rates 
west of the river on first-class through traffic from the 
East to that point vary from 25.8 cents when originatins 
in group 2 to 32.8 cents when the traffic originates in 
group 8. And yet wherever the shipments originate the 
service to Iowa City from a given river crossing is exactly 
the same, being over the same rails. The necessity for 
establishing groups of origin in the East, taking varying 
proportionals west of the river, arises from the principle 
underlying the through charges, namely, that they must 
not exceed, and in all cases must approximate as closel) 
as possible, the sum of the intermediate rates on the 
Mississippi River. As the rates between Iowa City and 
the East have not been affected by any order of the 
Commission, a table of the proportional rates, applying 
west of the river on traffic to that destination, is here 
inserted by way of further illustrating this rate system; 
and for purposes of comparison the local rates from th’ 
nearest crossing, Muscatine, and from the crossing ove 
which the traffic to Iowa City usually moves, Davenport 
are shown: 





Typical Point of Classes. 

Group. Origin. 1 2 3 4 5 
DR BO ings scott us 27.8 24 19.5 15.4 10 
2... OR Sea 25.8 24 19.5 14.4 10 
EE 31.3 27.5 22.5 16.8 11 
I id a a oS waig g 30.8 29.5 25 19.4 1] 
De “SEES S-0b% valews diveiee 27.8 26.5 21.5 16 10 
© “ee  c.dtavots +anrenee 27.8 26.5 22 16.9 12 
7 Grand Rapids .......... 27.8 26.5 22 17 12 
er ee 32.8 30.5 25.5 18.9 13 
D BOGG COMM occ cccsccce 31.3 29 24 18.4 12 
Be SCO ow OU veiw vies 32.2 31.5 27 20.9 14 

Local from Muscatine... 18.8 16 12.5 9.4 6 
Local from Davenport.. 20.4 17.3 13.6 10.2 7 








the 
rive 
San 
diff 





August 2, 1913 


Typical Point of Classes. 
Group. Origin. f B Cc D E 
ke eee 11.6 10.6 9.6 8.7 7 
DBE: vc wa Nadcae* bane 10.6 10.6 9.6 S.F 7.8 
9° EE din G6 Fe ves ce'ee 12.6 11.6 10.6 9.7 7 
§ ,, CRIN co 0 5's Ae wc kmaenkteou 14.5 13.1 12.1 10.5 7.5 
5 SE Cites ccnae neces 12 10.5 9.5 7.5 4.5 
6) SG te ct eel rec~ om 12.6 11.1 10.1 9 6 
7 Gem Memes .. ..cscses 12.6 12.1 11 9 6 
S RRS co ikveceswoess 14.1 13.1 12 10 7 
9- Feet: WRMe oo. ccewises 13 12 11 9.5 7 
10 CORE © dais ce eis 2 15.6 14.1 13 11 8.5 
Local from Muscatine. . 6.6 6.6 5.6 4.7 3.8 
Local from Davenport.. 7.2 7.1 6.1 5.1 4.1 


It may be well here to explain that the proportional 
rates on through traffic apply to and from the east bank 
of the river, while the local rates from the East apply 
to both banks of the river. On the other hand, the local 
rates from the river usually apply from the west bank 
only. These local rates are known as the Iowa distance 
tariff rates, and this tariff is filed with this Commission 
and is applied on certain interstate traffic. Under it the 
local rates to a given interior point from the several river 
crossings vary in accordance with the distance. But on 
through traffic the local rate from the nearest crossing 
is the factor used in measuring the through charge, and 
not the local rate from the crossing over which the traffic 
may actually move. The proportional rate, however, from 
all the crossings is the same. In the case of Iowa City the 
focal rate from Muscatine, under the distance tariff, is 
18.8 cents, as heretofore stated. This is the rate that is 
used in ascertaining the through charges, although through 
shipments to Iowa City usually move over the Davenport 
crossing, from which point the local rate is 20.4 cents. 


For such additional light as it may throw on this 
system of rates we attach hereto a table showing the 
differences between the proportional first-class rates, ap- 
plied from the river crossings on through traffic from the 
10 defined groups mentioned above, and the local rates 
from Muscatine, the nearest crossing, and from the Daven- 
port crossing over which the traffic ordinarily moves: 








FIRST-CLASS RATES TO IOWA CITY. 
Groups of Origin. 
2 3 5 5 - 2 > 

Proportional rate....27.8 25.8 31.3 30.8 27.8 27.8 27.8 32.8 31.3 32.2 
Local from Musca- 4 

ROD xis Cc acetone te ss 18.8 18.8 18.8 18.8 18.8 18.8 18.8 18.8 18.8 18.8 

Difference ......... 9 7 12.513 9 9 9 14 12.5 12.4 
Proportional rate....27.8 25.8 31.3 30.8 27.8 27.8 27.8 32.3 31.3 32.2 
Local from Daven- 

Wid a 0 x5 baie ak 20.4 20.4 20.4 20.4 20.4 20.4 20.4 20.4 20.4 20.4 

Difference ........ 7.4 5.4 10.9 10,4 7.4 7.4 7.4 12.4 10.9 11.8 


There remains to be mentioned another peculiar 
feature of the rate adjustment that adds to its complexity. 
li arises out of the differences in the classifications in 
force east and west of the river. In the Official] Classifi- 
cation there are six numbered classes, while in the 
Western Classification there are five numbered and five 
lettered classes. The local and the proportional rates to 
the river from the East are fixed for six numbered classes; 
the local rates and the proportional rates west of the 
river are fixed for five numbered and five lettered classes. 
The two classifications therefore have to be matched in 
order to arrive at a basis for the through charges. This 
has been worked out as follows: 


Official classification.......... 1 6 6 6 
Western classification........ 1 BCD 


On 


por 
Ba 


3 4 
3 4 


bo bo 


When to the complexities of this rate system is added 
the further fact that the westbound class rates to the 
river differ slightly from the eastbound rates from the 
same river points, and therefore involve the necessity of 
different proportional rates eastbound from interior points 
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to the river, we have a rate structure that is, with reason, 
complained of as unnecessarily cumbersome and confus- 
ing. It is doubtless a credit to the ingenuity of the 
rate makers, but it is nevertheless a source of perplexity 
to the shipper. The record shows also that in the rates 
themselves are to be found, possibly as a necessary con- 
sequence of such a system, many violations of the fourth 
section. It is also apparent that it results in numerous 
vexations to shippers in the matter of undercharges and 
evercharges. For all these reasons we are earnestly urged 
in the second of the above-entitled complaints to require 
the carriers to put in a system of joint through rates be- 
tween interior Iowa and all points east of the Indiana- 
Illinois state line. There are strong grounds for taking 
that course, but it would involve extending the Official 
Classification to the Missouri River. Such a system of 
rates would not be practicable while that classification 
governs only to the Mississippi River and the Western 
Classification governs beyond. And from the view that 
we take of the case, and the disposition that we shall 
make of it, joint through rates, which, after all, are simply 
cne method of stating the through charges, will not be 
necessary. A single proportional to the river and a single 
proportional beyond makes a rate system easily under- 
stood and simple in application. The shipping public is 
entirely familiar with basing-point rates of that kind, 
and they perform a useful function in minimizing the size 
and complexity of tariff publications. 


The complainants contend, among other things, that 
a proportional rate that exceds the loca] rate is in itself 
unlawful, and that proportional rates which vary with 
the point of origin are also unlawful in and of themselves. 
These and other contentions are advanced by the com- 
plainants on the theory that a proportional rate can be 
examined and condemned by the Commission without 
regard to the reasonableness of the through charge of 
which it is a factor and without regard to its relation to 
that through charge. This theory is entirely consistent 
with the proposition that Des Moines, for example, may 
admit that its through class rates from the East are just 
and reasonable, but may nevertheless demand a reduction 
in the rates applicable west of the river on the through 
movement. We cannot accept that as sound doctrine. 
A shipper has no legal grievance with respect to his 
through traffic unless compelled to pay excessive charges. 
for the through service. If the through charges are law- 
ful in the sense that they are reasonable charges for the 
through service, a shipper cannot predicate unlawfulness 
of one of the component parts of the through charges by 
alleging that it is excessive compensation to that carrier 
for that part of the through service. He pays for the 
completed service, and it is no concern of his how the 
through charges are divided among the carriers, whether 
by agreement or by published proportionals, so long as 
the through charges for the through carriage are reason- 
able. The futility of a finding that a proportional] rate is 
excessive, in the absence of a finding also that the through 
charges are excessive, is clear, for by so much as we may 
reduce the proportional rate of one carrier another carrier 
in the route may increase its proportional rate, thus leav- 
ing the through charges unaffected by our order. It does 
not follow, however, that a carrier’s separate rates appli- 
eable to through transportation are beyond control and 
regulation by the Commission. On the contrary, it not 
infrequently happens, as in this case, that the through 
charges for the through service are unreasonable because 
one of the proportionals entering into the through charges 
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is excessive; and in such a case and upon a proper record 
our authority to reduce the unreasonable through charges 
by reducing the excessive proportional rate is beyond 
question. The reasonableness of the through rates is 
challenged, however, by some of the complainants, and 
that question is before us on the pleadings and on the 
record, and is the question that is more particularly dealt 


with in this report. 

In support of the various contentions of the com- 
plainants a large volume of testimony was offered, to- 
gether with numerous diagrams, plats and other exhibits, 
financial and otherwise, by means of which the facts are 
graphically represented. Although the eastern defend- 
ants took no active part in the hearing, the defense by 
the western lines was prepared with care. All the 
points to which these exhibits and. testimony were di- 
rected have had careful consideration, but it is not pos- 
sible and would not be profitable to extend this statement 
of the case by a discussion of them in detail. It will 
suffice to say that upon the whole record we have arrived 
at the conclusion, and so find, that the rates on class traf- 
fic moving between interior Iowa points and the territory 
east of the Indiana-Illinois state line are excessive and 
unreasonable, and therefore unlawful. The proportional 
rates between the Mississippi River and the eastern terri- 
tory last defined are in harmony with the general system 
of rates east of the river, and there is no basis of record 
for condemning that factor in the through charges. The 
through rates exacted of shippers are made excessive by 
reason of the demands of the carriers west of the river, 
and this is the factor in the through charges that we here 
condemn in finding that the through charges are excessive. 
In reaching this conclusion we do not overlook the fact that 
the lines that we have here spoken of as the western car- 
riers usually receive the traffic at Chicago or other junc- 
tion point east of the river and therefore participate in 
the haul and make earnings east of the river. Nor have 
we overlooked the fact that their total earnings from 
the junction at which they receive the traffic to the par- 
ticular interior point ordinarily are less than their local 
rates from the junction to the interior point. There is 
also an element of undue discrimination in the rates to 
many points in the interior of the state when compared 
with the rates to points on the two rivers. The carriers 
themselves are aware of many instances in this rate 
structure where the through charges exceed the sum of 
the intermediate rates and it will not be necessary there- 
fore to set them out in detail; it will suffice to say that 
we find all such rates unlawful under section 4. We shall 
not undertake, however, to enter an order at this time pre- 
scribing the rates for the future on a basis that we regard 
as reasonable, but shall look to the defendant carriers to 
propose a system of single proportional rates, applicable 
west of the river on through traffic moving in both direc- 
tions that shall bear a reasonable relation to the pro- 
portional rate of 55 cents fixed by the Commission in 
Warnock Co. vs. C. & N. W. Ry. Co., supra, on through 
traffic moving to and from the Missouri River. Taking 
the Missouri River as a starting point that portional rate 
between the rivers, when graded back across the state 
in a proper and logical way, ought to produce a set of 
proportional rates which, used in connection with the 
proportional rates east of the river, will yield reasonable 
through charges to and from interior Iowa points. As is 
ordinarily the case with basing-point rates there will be 
something of a.“rate hump” west of the river. Because 
of the rigid character of the Iowa distance tariff and 
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certain of its other features some difficulties may be 
encountered in adjusting the rates of particular points. 
But we shall expect the defendants participating in this 
through traffic west of the river to prepare and submit 
such a schedule of rates to us by October 1 next. Until 
that time the record and all its features will be held open. 

As we read these complaints they also involve com- 
modity rates. In separate complaints in which the rec- 
ords have not yet been completed certain named com- 
modity rates are alleged to be unreasonable. The whole 
system of commodity rates differs from the class rates in 
that west of the river there is a single commodity propor- 
tional applicable on all through commodity traffic without 
regard to the point of origin in the East. In the schedules 
of rates which the carriers will submit to us on October 1 
next, as required herein, it will be well for them to em- 
brace the commodity rates or at least to give a clear 
indication of some basis upon which their commodity 
rates will be brought in line with the principles upon 
which we here require the class rates to be readjusted. 

The Chicago rates to Iowa points, which are also 
complained of here, are dealt with in a separate report 


. that follows. There are some other phases of these com- 


plaints that we are not prepared at this time to consider. 
For example, it is alleged that the rates from Des Moines 
to St. Joseph and Kansas City are unreasonable. The 
main exhibit of record upon which this contention is 
based is not decipherable. It is also alleged that the rates 
between interior Iowa and certain points in Minnesota, 
the Dakotas, and the Northwest are unreasonable. We 
shall not deal with any of these questions at this time. 
The record is not complete with respect to these matters 
and they have not been argued adequately; those issues 
ought really not to have been included in this group of 
cases. All these questions will therefore be reserved and 
may be called to our attention again after the rate ad- 
justments here required have been made effective. 

Included in all these complaints is a prayer for rep- 
aration. We must not be understood, however, in what is 
said in the foregoing pages, as making any finding with 
respect to the past transactions between shippers and 
these defendants or with respect to the reasonableness of 
these rates in the past, but only as finding that the con- 
tinuance of these rates for the future will make through 
charges that are excessive and unreasonable. As in 
Warnock Co. vs. C. & N. W. Ry. Co., 21 I. C. C., 546, rep- 
aration will not be allowed in consequence of the findings 
and order herein. 


IOWA AND COLORADO CASES DECIDED 





Five exceptionally important decisions were handed 
down by the Commission Thursday. Three of the deci- 
sions relate to the adjustment of the rates in and 
through Iowa, the fourth is a reversal of the essential 
part of the decision in the Manufacturers Railway case 
and the fifth is the decision in the complaints of the 
Colorado Manufacturers’ Association and the Traffic Bu- 
reau of Sioux City Commercial Club against the Atchi- 
son, Topeka & Santa Fe and others. 

In what is known as the Mississippi River case, also 
brought by the State of Iowa, the present rates between 
the Upper Mississippi River Crossings and points east 
of the Indiana-Illinois state line are also found to be 
excessive and unreasonable and unduly discriminatory 
when compared with the rates at the lower crossings. A 
class scale of rates, beginning with 90 cents and run- 





















t 
e 
y 
\ 
- 





August 2, 1913 


ning down to 30 cents, to become effective November 1, 
is prescribed. : 

In the third Iowa case, styled “Cedar Rapids Com- 
mercial Club, Fort Dodge Shippers’ Association and the 
State of Iowa et al. vs. Rock Island et al.,” the Commis- 
sion holds that the rates between Chicago and points 
on the Mississippi River in lowa are unreasonable and 
unduly discriminatory in comparison with the rates to 
the river towns. The carriers are required to submit 
to the Commission a revised basis of such rates, grad- 
ing the 80-cent Missouri River scale back across the 
state, This scale must be submitted by October 1. 
Reparation has been denied in all of these cases. 

In the Manufacturers Railway Co. case against the 
St. Louis, Iron Mountain & Southern et al., the Commis- 
sion adheres to its first finding that the Manufacturers 
Railway is a common carrier, but the original finding 
that the trunk lines serving St. Louis were subjecting 
its shippers to undue prejudice and disadvantage because 
they absorbed the charges of the Terminal Railroad As- 
sociation while refusing contemporaneously also to ab- 
sorb the rate of the Manufacturers Railway, an inde- 
pendent terminal carrier, is reversed. It is now held 
that payments formerly made to the Manufacturers Rail- 
way by the trunk lines serving St. Louis out of their 
through rates were absorptions in compensation for 
services rendered for the trunk lines, and were in no 
sense divisions of joint rates for services rendered for 
the shippers on the Manufacturers Railway, as_ they 
would necessarily be considered to be under joint rates 
prescribed by the Commission. 

The “present payments to the Manufacturers Rail- 
way, it is held, are unlawful and should be canceled by 
the trunk lines. It is held that through routes and joint 
rates should be prescribed between the trunk lines and 
the Manufacturers Railway, under which the trunk lines 
will retain their full rates to St. Louis, the division of 
the joint rate accruing to the Manufacturers Railway 
to be an aid to it by its shippers, including the Anheuser 
Busch Brewing Association, which owns the Terminal 
Line, instead of by the trunk lines. 

In Colorado Manufacturers’ Association et al. vs. 
Atchison, Topeka & Santa Fe Railway Co. et al., con- 
solidated with Traffic Bureau of the Sioux City Com- 
mercial Club et al. vs. Atchison, Topeka & Santa Fe 
Railway Co. et al., upon complaint that the class and 
commodity rates between Colorado common points and 
the East are excessive and unduly discriminatory, it is 
held that the rates from Chicago and the Mississippi 
River to Colorado as fixed by the Commission in Kindel 
vs. N. Y., N. H. & H. R. R. Co., 15 I. C. C., 555, are not 
shown to be unreasonable or unduly discriminatory, but 
the rates eastbound between the same points are un- 
reasonable and must not exceed the westbound rates; 
held, further, that the class rates between Colorado com- 
mon points and the Missouri River are excessive, and 
reasonable rates are prescribed for the future. Repara- 
tion denied. 


SUSPENDED TARIFFS 
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By an order entered July 28 in I. & S. Docket No. 
291, the Commission suspended from August 1 until No- 
vember 29 the operation of certain provisions contained 
in supplement No. 35 to Chicago, St. Paul, Minneapolis 
& Omaha Railway tariff I. C. C. No. 3422. 
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The suspended provisions cancel commodity rates 
applicable to the transportation of emigrant movables 
between Chicago, St. Louis, St. Paul, Kansas City and 
other points and stations in South Dakota Central Rail- 
road; on and after August 1 class B rates governed by 
the Western Classification were made applicable. The 
following table is illustrative of the effect of said can- 
cellation: 


Between Wentworth, Rates in cents per 100 lbs. 


S. D., and Proposed Present Increase 
Ns sak 29° 20 9 
eS 30 3 
a | A re 15 8 
Bansas City *......6..88 30 3 





By an order entered July 28, in I. & S. Docket No. 
290, the Commission suspended from August 1 until No- 
vember 29, the operation of item No. 1740-A, supplement 
No. 8, to W. H. Hosmer, agent’s tariff I. C. C. No. A-352. 

The suspended item contains advances in rates ap- 
plicable to the transportation of packing-house products, 
carloads, from Marshalltown, Cedar Rapids and Des 
Moines, Ia., to Chippewa Falls, Wis., Eau Claire, Wis., 
St. Paul, Minn., and other points, the increases amount- 
ing to from 1 to 7 cents per 100 pounds. The present 
rate from Cedar Rapids to Eau Claire, for example, is 
15 cents and the proposed rate 18% cents per 100 pounds. 





By an order entered July 25, in I. & S. Docket Ne 
289, the Commission suspended from August 1 until No. 
vember 29 Northern Pacific Railway Co. supplement No. 
21 to I. C. C. No. 4892 and supplement No. 5 to I. C. C. 
No. 5222. 

The suspended tariffs contain advances ranging from 
3 to 10 cents per 100 pounds in rates on cement from 
Trident and Gardiner, Mont., to Spokane, Seattle, Wash., 
Portland, Ore., and other points. For example, the 
present rate from Trident, Mont., to Seattle, Wash., on 
this traffic is 25 cents per 100 pounds, and the proposed 
rate 35 cents per 100 pounds. 





By an order entered July 24, in I. & S. Docket No. 
287, the Commission suspended from August 1 until No- 
vember 29 certain items in Hosmer’s supplement No. 20 
to I. C. C. No. A-334, supplement No. 20 to I. GC. C. No. 
A-437 and supplement No. 19 to I. C. C. No. A-364. 

The suspended items contain substantial advances in 
rates on iron and steel articles, C. L., including old and 
new rails, steel cross-ties and other articles of that 
nature, between Chicago, Peoria and other points east 
of the Mississippi River to Des Moines, Ia., Sioux City, 
Ia., Sioux Falls, S. D., and other points west of the 
Mississippi River. 

The folowing table is illustrative of the advances in 
rates on billets, bolts, plowshares, pipe, pipe connections, 
couplings, valves, etc.: 

Rates in Cents Per Gross Ton. 


Between 
Groups— And Groups. 
St. Louis Peoria Chicago St. Paul Duluth Miss. Riv. 
Mo. Til. Til. Minn. Minn. crossings 
Cedar Rapids, Ia. 
Present .... 280 224 280 sy ie 168 
Proposed ... 313 257 313 mi in 201 
Increase .... 33 33 33 eae ae 33 
Des Moines, Ia. 
Present .... 280 291 347 nts ep 224 
Proposed ... 302 313 369 Rad ca 257 
Increase .... 22 22 22 on vate 33 





By an order entered July 24, in I. & S. Docket No. 
288, the Commission suspended from August 1 until No- 
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vember 29 item No. 2371 of McCain’s I. C. C. No. 10, 
Morris’ I. C. C. No. 403, and Countiss’ I. C. C. No. 971. 

This item contains advances in rates for the trans- 
portation of salt, C. L., from Anthony, Ellsworth, Hutcb- 
inson, Kanopolis and Little River, Kan., to certain sta- 
tions in Montana. The increases proposed amount to 
from 4 to 13 cents per 100 pounds. For example, the 
present rate from these points to Havre, Mont., is 50 
cents per 100 pounds, and the proposed rate is 63 cents 
per 100 pounds. 


By an order entered July 23 in I. & S. Docket No. 
286, the Commission suspended from July 31 until Nov. 
28, 1913, the operation of Chicago, Rock Island & Pacific 
Railway tariff I. C. C. No. C-9517. 

It was proposed by the suspended tariff to advance 
rates for the transportation of wheat and grain products, 
Cc. L. from Oklahoma City and stations in Oklahoma 
west of that point to Memphis, Tenn. The amount of 
the advance proposed was 2% cents per 100 pounds, the 
present rate, a group rate, being 20 cents per 100 pounds, 
and the proposed rate 22% cents per 10 pounds. 


By an order entered July 23, in I. & S. Docket No. 
278, the Commission suspended from Aug. 1 until Oct. 
29, 1913, the operation of item No. 25-A of supplement 
No. 3 to Atchison, Topeka & Santa Fe Railway tariff 


IC. © Ne. 6241. 
The suspended item contains an advanced rate for 


the transportation of flaxseed from St. Paul, Minneapolis 
and Minnesota Transfer, Minn., to Fredonia, Kan., the 
present rate being 15 cents per 100 pounds and the pro- 
posed rate 26% cents per 100 pounds. Tariffs of other 
carriers which published a like advance on the com- 
modity in question from and to the same points were 
suspended by an order previously entered in the same 
docket. 


By an order entered July 23, in I. & S. Docket No. 
286, the Commission suspended from July 31 until No- 


‘ 


vember 28 Chicago, Rock Island & Pacific Railway I. C. C. 


No. C-9517. 

It was proposed by the suspended tariff to advance 
rates on wheat and grain products, C. L., from Oklahoma 
City and, stations in Oklahoma west of that point to 
Memphis. The amount of the advance proposed was 2% 
cents per 100 pounds, the present rate, a group rate, 
being 20 cents per 100 pounds, and the proposed rate 
22% cents per 100 pounds. 





By an order entered July 23, in I. & S. Docket No. 


278, the Commission suspended from August 1 until 
October 29 item No. 25-A of supplement No. 3 to Atchison, 
Topeka & Santa Fe Railway I. C. C. No. 6241. 

The suspended item contains an advanced rate on 
flaxseed from St. Paul, Minneapolis and Minnesota Trans- 
fer, Minn., to Fredonia, Kan., the present rate being 15 
cents per 100 pounds and the proposed rate 26% cents 
per 100 pounds. Tariffs of other carriers which published 
a like advance on the commodity in question from and 
to the same points were suspended by an order previously 


entered in the same docket. 





By order entered June 3, I. & S. Docket No. 182, the 
Commission further suspended from July 29 until Janu- 
ary 29 next the operation of certain schedules in the 
following tariffs: 

Chicago, Burlington & Quincy Railroad Co. Supple- 
ment No. 27 to C., B. & Q. I. C. C. No, 8996. 
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Chicago Great Western Railroad Co. Supplement 
No. 23 to C. G. W. IL. C. C. No. 4632; Supplement No. 25 
to C. G. W. I. C. C. No. 4633. 

Chicago, St. Paul, Minneapolis & Omaha Ry. Sup- 
plement No. 3 to I. C. C. No. 3805; Supplement No. 4 
to I. C. C. No. 38065. 

Chicago, Rock Island & Pacific Railway. Supplement 
No. 3 to I. C. C, No. C-9275. 

The schedules involved contain increased rates for 
the transportation of flax tow, flax moss and flax fiber, 
Cc. L., from St. Paul, Minn., Winona, Minn., and other 
points to Chicago, Ill., Kansas City, Mo., and other 
points, which were originally suspended from March 31, 
1913, until July 29, 1913, by an order previously entered 


in the same docket. 


By an order entered June 3, in I. & S. Docket No. 
186, the Commission further suspended from July 29, 
1913, until Jan. 29, 1914, certain schedules in Supplement 
No. 38 to Norfolk & Western Railway Co. tariff, I. C, C. 
No. 4181. 

The schedules involved contain advanced rates for 
the transportation of chairs from Madison, N. C., and 
other points to Boston, Mass., New York, N. Y., Phila- 
delphia, Pa., and Baltimore, Md., which were originally 
suspended from March 31 until July 29, 1913, by an or- 
der entered in the same docket. 





By an order entered June 3, in I. & S, Docket No. 
the Commission further suspended from July 30, 


237, 
1913, until Jan. 30, 1914, the operation of Supplements 
Nos. 5 and 6 to Agent Wm, Cameron’s tariff, I. C. C. 


No. D-68. 

The supplements mentioned contain increased rates 
for the transportation of bituminous coal and bituminous 
coal briquettes, C. L, from Illinois mines to St. Louis, 
Mo., and the operation thereof was originally suspended 
from April 1 until July 30, 1913, by an order previously 


entered in the same docket. 





By an order entered June 3, in I. & S. Docket No. 
242, the Commission suspended from July 30 until Janu- 
ary 30 next the operation of certain schedules in the 
following tariffs: 

The Baltimore & Ohio Railroad Co. Supplement No. 
9 to B. & O. R. R. Coal and Coke Series, I. C. C. No. 
722. 

Chicago & Northwestern Railway Co. Supplement 
No. 14 to I. C. C. No, 7279. 

Chicago, Indiana & Southern Railroad. Supplement 
No. 8 to I. C. C. No. 1540. 

The Cleveland, Cincinnati, Chicago & St. Louis Ry. 
Co. Supplement No. 8 to I. C. C. No. 5950. 

Erie Railroad Co. Supplement No. 9 to I. C. C. No. 
A-4415. 

Grand Trunk Railway System (Lines West of De- 
troit and St. Clair Rivers). Supplement No. 9 to G. T 
L. W. I. C. C. No. A-1459. 

The Lake Shore & Michigan Southern Ry. Co. Sup 
plement No. 8 to I. C, C. No. A-2802. 

Michigan Central Railroad Co. Supplement No. 9 to 
I; C. C. Ne. 4381. 

The New York, Chicago & St. Louis Railroad Co. 
Supplement No. 6 to I. C. C. No. 3217. 

Pennsylvania Lines West of Pittsburgh. I. C. C. No 
F-433. 

The Wabash Railroad Co. Supplement No. 8 to 
I. C. C. No. 2815. 
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The schedules involved proposed to increase switch- 
ing charges for the movement of cars containing coal 
and coke over the Chicago & Northwestern Railway 
from junctions with the above-named connecting carriers 
to Ravenswood, a station within the switching limits of 
Chicago, and, by an order previously entered in the same 
docket, their operation was originally suspended from 
April 1 and various later dates until July 30, 1913. 


By an order entered June 3, in I. & S. Docket No. 
243, the Commission further suspended from July 30, 
1913, until Jan. 30, 1914, the operation of a provision 
changing the classification of bridge iron and bridge ma- 
terial, carloads, from Class N to Class I, Note 28, con- 
tained in Supplement No. 8 to Southern Classification 
No. 39, Agent W. R. Powe’s I. C. C. No. 17. The provi- 
sion in question would have the effect of increasing 
rates applicable to the transportation of the commodi- 
ties specified over the lines of the Louisville & Nash- 
ville Railroad. Its operation was originally suspended 
from April 1 until July 30, 1913, by an order previously 
entered in the same docket. 


By an order entered June 3, in I. & §S. Docket No. 
244. the Commission further suspended from July 30, 
1913, until Jan. 30, 1914, the operation of Supplements 
numbered 1 to Delaware, Lackawanna & Western Rail- 
road Co. tariffs, I. C. C. Nos. 8086 and 8095. 

The suspended supplements proposed to cancel com- 
modity rates and thereby advance charges for the 
transportation of butter and cheese, any quantity, from 
points on the Cincinnati branch of the Delaware, Lacka- 
wanna & Western Railroad to New York and other 
points, and their operation was originally suspended 
from April 1 until July 30, 1913, by an order previously 
entered in the same docket. 


By an order entered June 3, in I. & §S. Docket No. 
245, the Commission further suspended from July 31, 
1913, until Jan. 31, 1914, the operation of certain sched- 
ules in Supplement No. 3 to Missouri Pacific Railway Co. 
tariff, I. C. C. No. A-2101. 

The schedules involved contain increased rates for 
the transportation of coal, C. L., from New Home Mine, 
Bates County, Mo., to a number of points on or reached 
via the Missouri Pacific Railway, which were originally 
suspended from April 2 until July 31, 1913, by an order 
entered in the same docket. 


EXPRESS & PARCEL POST RATES 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


An order in the matter of the tentative express rates, 
making them permanent and setting a time for their 
observance, is expected within a few days. In a general 
way the ideas of Franklin K. Lane, now secretary of the 
interior, are expected to stand out in the report that 
has been completed and is being prepared for the public. 
Mr. Marble has been at work upon it. 

The question uppermost in the minds of those who 
have been following the matter is as to the character 
of the changes it is admitted it has been found necessary 
to make by reason of the showing the express com- 
panies made on the citation to show cause why the 
tentative rates should not be made permanent. There 
were inaccuracies in the rates as published in addition 
to peculiarities it was generally understood would have 
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to be adjusted before the general scheme of rates could 
be made effective. 

An interesting collateral question arises as to what 
the express companies will do if, as suspected, they 
will undertake to get an injunction suspending the order 
pending a consideration of the issues in a court. The 
Commerce Court is the only one apparently that has 
jurisdiction, but the appropriation for it has run out, so 
that if the clerks and marshals performed any service 
in the way of serving writs they would be serving in 
the absence of a specific appropriation. 

Another interesting collateral question is raised by 
the attack Senator Bryan of Florida is making upon the 
authority of the postmaster-general to change the rates 
prescribed in the law establishing the system. He has 
given up that part of his fight based on his assumption 
that the postmaster-general, in raising the limit of the 
weight of package, exceeded his authority, because the 
Interstate Commerce Commission had not given its con- 
sent. He found, from what Chairman Clark of the Com- 
mission told the committee on post offices and post roads, 
that the Commission had given its consent and that the 
Commission scouts the idea that the law requires the 
pustmaster-general to appear before the Commission as 
a complainant before the Commission can give its con- 
sent. Being satisfied that the Commission gave its con- 
sent, the. Florida senator is now intent upon repealing 
that part of the law authorizing him to change rates, 
thus leaving them to be changed only by an act of Con- 
gress. wi 4 

An informal poll of the committee shows that he 
is in the minority on that subject. In other words, his 
bill repealing that part of the law will not be reported. 

The question as to whether the railroads will receive 
enough pay for the extra service they will perform for 
the postal service, raised by the railroads, is one that 
will ultimately reach the courts if the railroads care to 
press it to an issue. 


PRESIDENTS CONFER ON RATES 


THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 

Presidents and other executive officers of most of 
the important lines between Chicago and the Missouri 
River met in Chicago July 28 to consider conditions as a 
result of the recent decisions by the United States Su- 
preme Court in the Missouri, Arkansas and Minnesota 
rate cases. The statement given out said: 

The railroads have promptly obeyed the laws and 
orders in Missouri, Arkansas and Minnesota, reducing 
passenger and freight rates, which were the subject of 
the recent decisions by the Supreme Court of the United 
States. 


The 2-cent passenger fare has been put into effect 
in each state as well as the reduced freight rates, but 
the tariffs carrying these rates have been filed under 
protest. In the cases of a few of the roads, the claim 
that the rates were too low was sustained, and while 
these roads were permitted to maintain their rates, and 
will do so where competitive conditions may permit, the 
practical result of the decisions is to affect all lines alike 
in competitive business, which comprises the greatest 
part of the traffic involved. 

It must not be understood that the Supreme Court 
has decided any of these rates to be reasonable. The 
lower courts, after long and patient hearings, decided 
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in each instance that the rates were unreasonably low, 
and all that the Supreme Court decided upon this branch 
of the cases is that further proof should have been 
produced by the railroads. 

The statement goes on to discuss the belief of rail- 
way men that the 2-cent passenger rate is not enough; 
that the freight rate reductions are unjust and unneces- 
sary, and says there never was a time when reductions 
in rates were more unwise and called for with less rea- 
son than the present. 

It points out that the cost of new capital for neces- 
sary improvements has become almost prohibitive and 
investors are gradually withdrawing their funds from the 
railway securities and turning to other forms of invest- 
ment. The lines will continue their efforts to have the 
rates increased. 


CONTINUE C. & O. HEARING 





THE TRAFFIC SERVICE NEWS BUREAU, 
Coiorado Building, Washington, D. C. 

Examiner Esch began hearing the testimony in the 
complaints of the Campbell’s Creek Coal Co., Campbell's 
Creek Railroad Co. and H. C. Dickinson against the Ann 
Arbor and other carriers. The desire of the complainants 
is to force the Kanawha & Michigan, which is the prin- 
cipal respondent, although the Ann Arbor is named first, 
to put shipments of coal from Putney, W. Va., on an 
equality with shipments from other mines in that part 
of Kanawha County. At present the Kanawha & Michi- 
gan makes rates from the mines of the Blue Creek Coal 
and Land Co. at Blakeley the same as from the junction 
point of its rails and the rails of the Kanawha & West 
Virginia, owned by the Blue Creek interest, while re- 
fusing to make rates for the Campbell’s Creek coal ex- 
cept from Dana, the junction point between its rails and 
those of the Campbell’s Creek Railroad, owned by the 
mining interest, except as to the bonds, which it is 
declared, are in the hands of the general public. The 
Dickinson complaint is based on the fact that coal from 
his land is or will be subjected to the same handicap 
that is said to rest on the Campbe!l Creek mines. He 
has no railroad and must depend on the Campbell Creek 
road, 13 miles long, for transportation to the rails of 
the K. & M. 

The complainants allege that they are at a 15-cent 
per ton disadvantage through the refusal of the K. & M. 
to treat them as it treats the Blue Creek interests. They 
ask not only that this discrimination be abolished, but 
that they be given the benefit of the laws’ requirement 
placing on the main line the obligation to furnish cars 
for lateral branch lines. 

Francis B. James, for the complainants, first called 
C. E. Fultz, general manager of the Kanawha & West 
Virginia, and General Freight Agent Lyons of the K. & 
M., and. then D. G. Courtney, who is opening mines on 
the Campbell’s Creek road and is endeavoring to force 
the K. & M. to give his product, which will begin moving 
in a few days, rates and service similar to those it is 
asserted it accords to the Blue Creek mines through the 
Blue Creek Railroad, namely, the Dana junction point 
rate. 


G.. W. Shrewsbury, attorney for Dickinson, was put 
on the stand in place of the client because the latter is 
ill and unable to attend the hearing. Dickinson has a 
piece of coal land between the property of the Campbell 
Creek Co. and the Courtney tract and is as dependent 
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upon the Campbell! Creek road as Courtney. J. W. Daw- 
son, a Kelley’s Creek operator, and N. W. Venable, a 
mining engineer, were called to tell about the similarity 
of conditions. They were followed by W. V. Ransford, 
general manager of the Campbell Creek railroad and 
mining interest. 

E. E. Williamson was put on Friday afternoon to 
tell the difference between a plant service such as is 
performed by the Blue Creek and the Campbell Creek 
railroads for their owners and the services of transporta 
tion which they perform for the trunk lines. 

In order that he might complete the hearing in the 
Campbell’s Creek coal] cases, in which the operators of 
that part of the Kanawha district are trying to force 
the Kanawha & Michigan to give what they call equality 
of treatment with that which is given operators in the 
Blue Creek part of the field, Examiner Esch on Saturday 
ignored the half-holiday rule and also the rule closing 
public offices at 4:30 o’clock. He announced that the 
hearing would continue until 6 o’clock Saturday afternoon. 

At the Friday afternoon and Saturday morning sit- 
tings E. E. Williamson continued his exposition as to 
the distinction between plant and transportation services 
and Col. O. E. Dana was recalled. 

The respondents put on the stand, as their own 
witness, C. E. Fultz, the general manager of the Kana 
wha & West Virginia, whose testimony went considerably 
toward the point that the Kanawha & West Virginia is 
a common carrier. He put in facts about the tonnage 
of oil well digging machinery, and so forth, and told 
about the development of the oil industry thereabouts. 
Answering a question from Mr. James, on cross-exam- 
ination he admitted that a good many of the “gushers” 
had ceased to gush and the “potential gushers” had be: 
come “unpotential.” 


N. Y. CENTRAL FOUR PER CENTS 


The Commission on Saturday issued a formal order 
instituting a proceeding of ‘inquiry and investigation into 
the proposed issue of $167,102,102 worth of 4 per cent 
bonds by the New York Central to replace the 99-year 
issue of 3% per cents in order, as recited in the Senate 
resolution directing the inquiry to be made, to bring 
about the consolidation of the New York Central, the 
Lake Shore and the Michigan Central. The Senate wants 
to know if that would not bring about an unwarranted 
increase in capital charges, even if the consolidation is 
desirable and unobjectionable. 

The inquiry, it is assumed, will have to be a good 
deal like the one the Commission made, on its own 
initiative, into the affairs of the New York, New Haven 
& Hartford. There has not been such public clamor 
against the proposed bonding operations of the Central 
as there had been against the operations of the New 
Haven, the Senate getting its cue to demand the inves- 
tigation from the fact that the application of the Central 
for authority to carry on the operation is pending before 
the New York Public Utilities Commission. 

The inquiry promises to bring out into strong relief 
the possibility of conflict between state and federal au- 
thority, if, in the future, Congress should decide to vest 
the power of determining whether carriers engaged in 
interstate commerce shall or shall not issue stocks or 
bonds. It is conceivable that the New York board might 
decide that the proposed issue is all right, while the 
federal body might advise the Senate that, in its opinion, 
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he proposed issue would be an unwarranted increase 
n capital charges. New York’s conclusion that it is 
not objectionable would control and the greater charge 
for interest on the 4 per cent bond issue than is now 
aid on the lower rated bonds would become a factor in 
the determination of the reasonableness of interstate 
rates. 


RAILWAY BUSINESS FOR MAY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

During May the railways of the United States re- 
ceived for their services to the public an average of 
$8,230,000 a day, according to tabulations issued by the 
Bureau of Railway Economics; it cost to run their trains 
and for other expenses of operation $5,920,000 a day; 
their taxes were $341,500 a day; their operating income 
$1,972,322 a day for the 220,897 miles of line reporting, 
or at the rate of $8.93 for each mile of line for each day. 
Thus for dollars’ of their earnings which re- 
mained available for rentals, interest on bonds, appro- 
priations for betterments, improvements and new con- 
struction, and for dividends, the railways had to pay 
more than one dollar in taxes. 

All of these amounts are substantially greater than 
the similar returns for May, 1912. They are from the 
summary of the earnings and expenses compiled by the 
Bureau of Railway Economics from the monthly reports 
of the steam railways of the United States to the Inter- 
state Commerce Commission. They include over 95 per 
cent of the mileage and earnings of all the railways of 
the country. 
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COMPLAINTS DISMISSED 

THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. 0. 
Because the complainants no longer desire to prose- 
cute, the Commission has dismissed No. 5797, the J. 
Rosenbaum Co. vs. Union Pacific, and No. 5613, Western 

Ohio Creamery Co. vs. Cincinnati Northern et al. 
Orders of dismissal have also been entered, for want 
of prosecution, in, No. 5739, Alexander H. Erickson Co., 
successors to Etyinge-Erickson Co. vs. Chicago, Mil- 
waukee & St. Paul; No. 5750, Northern Wood Co. vs. 
Chicago & Northwestern et al., and C. C. Griswold et al. 
vs. Chicago, Indianapolis & Louisville. 


RATE ON CONNELLSVILLE COKE. 


Under date of July 28, the Commission has modified 
its original order in No. 3854, the Coke Producers’ Asso- 
ciation of the Connellsville Region against the Baltimore 
& Ohio et al., to the extent that the Pittsburgh & Lake 
Erie and the Erie railroads are relieved from the require- 
ment to maintain a rate of $2.30 per ton on coke, from 
the Connellsville producing region, when the movements 
are for Newark, N. J., and are routed by way of Youngs- 
town, O. 


TAP LINE REORGANIZES AND RECEIVES DIVISION. 

One southwestern tap line, by means of reorganiza- 
tion and sale, has taken itself out of the list of properties 
condemned by the Commission to carry on its work for 
the proprietary lumber interest, and therefore is entitled 
to receive allowances and divisions on the tonnage of 
what was formerly the proprietary interest. It is the 
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Ashley, Drew & Northern, formerly the Crossett, Mon- 
ticello & Northern, and before that merely the Crossett 
Railway, owned and operated by the Crossett Lumber 
Co. On Saturday the Commission modified its order 
with respect to that road to the extent of allowing it to 
receive $2.50 a car for taking lumber from the Crossett 
mill to the Iron Mountain tracks, about a mile away. It 
is allowed to receive from the Rock Island not more 
than one cent for delivering lumber to the Rock Island 
rails at Whitlow, Ark., the haul being about six miles. 
The modification order recited that while the railway 
has been divored from the lumber interest, it appears 
the lumber company still owns considerable timber near 
the tracks, and it continues to haul lumber from the mill. 


RATES ON FLAX, TOW AND EXCELSIOR. 


On the petition of John W. Keogh, the protestant, 
I. & S. Docket No. 170, covering proposed advances in 
rates for the transportation of excelsior from St. Paul, 
Minn., and other points to Chicago, and I. & S. No. 
182, involving proposed advances in rates for the trans- 
portation of flax, tow, flax moss and flax fiber, between 
St. Paul, Winona and other points and Chicago, Peoria 
and Kansas City, will be reopened for further hearing 
for the purpose of considering whether or not the carload 
rates on flax tow and excelsior via the lines of the 
respondents should be made on a 30,000-pound minimum 
lower than the rate fixed on a 20,000-pound minimum. 


IN NEW YORK EGG CASE. 


The fact has been reported to the Commission that 
the grand jury for the southern district of New York 
returned an indictment on July 21 against William A. 
Scarborough and Charles F. Adams, trading as Scar- 
borough, Adams & Co., for attempting to obtain payment 
for damaged eggs. The indictment charges that false 
claims were filed against various carriers centering in 
New York and that excessive payments were made 
thereon. The grand jury’s investigations, it is reported, 
tended to show that there was collusion between the 
dealer and inspectors for the railroads, the collusion 
taking the form of payment of specific sums of money 
and employment at a regular salary of the railroad 
inspectors. 


INDICTMENT 


RATE ADJUSTMENT ASKED FOR BIRMINGHAM. 

Following are the points on which concessions “were 
asked from the railways for Birmingham by business men 
of that city at a recent conference arranged by-‘William 
C. Radcliffe of the Chamber of Commerce: 

1. From north Atlantic port cities and interior ‘éast- 
ern points, no higher than to Nashville. 

2. From Virginia cities no higher than to Montgom- 
ery. 

3. From Ohio and Mississippi river points, such an 
adjustment as will recognize our advantageous location 
and distributing facilities, as they have been recognized 
a* Nashville, Mobile, Chattanooga and Knoxville. 

4. From Gulf coast points, rates which will conform 
to the long-and-short-haul section of the Act to regulate 
commerce. 

5. We are indifferent as to whether the proposed 
adjustment involves a reduction of Birmingham’s rates 
or an increase in rates to the ports cited, so long as 
the discriminations are removed and Birmingham is 
placed on a rate level with its competitors. 
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raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12/2 cents 


66 (CS raphe of the testimony or oral argument, or extracts therefrom, taken by the official stenog- 


per page of approximately 200 words. Application and payment therefor should be made di- 
rectly to them.” (Interstate Commerce Commission, Special Order No. 1, Series of 1909.) 
Application for transcripts of testimony taken at Washington should be directed to Hulse & Allen, 
Whitford Bidg., Washington, D. C., and application for transcripts of testimony taken outside of Wash- 
ington should be addressed to Hulse & Allen, 115 Broadway, N. Y. 





Note.—items in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 


preceding week. 





August 2—Portland Ore.—Commissioner Marble: 
3589—H. S. Gile & Co. et al. vs. So. Pac. et al, 
5520—J. K. Gill Co. vs. Ore.-Wash. R. & Nav. Co. et al. 


5665—Loenenberg & Going Co. vs. Ore.-Wash. R. R. & Nav. 


Co. et al. 
5675—Dant & Russell vs. Gilmore & Fittsburg. 


September 2—San Francisco, Cal.—Commissioner, Marble: , 
*l, & S. No. 235—California-Navada rates. 
*4799—J. W. Leavitt & Co. vs. L. S. & M. S. et al. 


*5062—Goldfield Consolidated Milling and Trans. Co. vs. A. T. 


& 3. F. et al. 
*5796—W. A. Plummer Mfg. Co. vs. A. T. & S. F. 
September 2—Philadelphia, Pa.—Special Examiner Rynder: 


*5692—-S. F. Gattergood & Co. vs. C. M. & St. P. Ry. Co. et al. 


*5686—S. F. Gattergood & Co. vs. Pere M. R. R. Co. et al. 


*5577—John A. Granston Lumber Co. vs. Norf. Sou. R. R. Co. 


et al. 


*5782—Yellow Pine Lumber Co., of Philadelphia et al. vs. A. C. 


L. R. R. Co, et al. 
*5§801—Tunis-Cockey Lumber Co. vs. A. C. I. R. R. Co. et al. 
September 3—New York, N. Y.—Special Examiner Rynder: 


*5344—Metropolis Lumber Co. et al. vs. Long Island R. R. Co. 


*5564—Atha Tool Co. vs. N. C. & St. L. Ry. Co. et al. 
*5617—Benjamin H. Namm vs. P. R. R. Co. et al. 
*5678—Union Bag & Paper Co. vs. D. & H. Co. et al. 
September 3—San Francisco, Cal.—Commissioner, Marble: 
*4789—J. W. Leavitt & Co. vs. C. M. & St. P. et al. 
*5646—Pacific Mail Steamship Co. vs. Gt. Nor. Co. 
*5715—Weinstock Nichols Co. et al. vs. B. & M. et a!. 
*5821—W. & J. Sloane vs. So. Pac. et al. 

September 4—New York, N. Y.—Special Examiner Rynder: 
*5732—Scranton & Lehigh Coal Co. vs. L. V. R. R. Co. 
*5793—Continental Paper Bag Co. vs. C. & O. Ry. Co. et al. 


*5806—Continental Paper Bag Co. vs. Me. Cent. R. R. Co. et al. 
*4791—Continental Paper Bag Co. vs. Greenwich & J. Ry. Co. 


et al. 
September 4—San Francisco, Cal.—Commissioner, Marble: 


* *5547—Chanslor & Lyon Motor Supply Co. et al. vs. F. R. R. 


et al. 
*5585—W. I. Boardman Co. et al. vs. A. T. & S. F. et al. 
*5616—Ballou & Wright vs. N. Y. N H. & H. et al. 
*5640—Cowen Heineberg Co. vs. A. T. & S. F. et al. 


September 5—New York, N. Y.—Special Examiner, Rynder: 
*5753—Delphos Mfg. Co. vs. Pa. Co. et al. 

*5810—Swedish Iron & Steel Corp. vs. Bush Term. Co. et al. 
*5912—American Metal Co. vs. C. R. R. of N. J. et al. 


*5749—Hoosac Tunnel & Wilmington R. R. Co. vs. D. & H. Co. 


et al. is 


September 6—New York, N. Y.—Special Examiner Rynder: 
*5839—-Pugene Schaaf-Begelman vs. Sou. Ry. Co. 


*5845—National League of Commission Merchants of the U. S. 


vs. P. R. R. Co. et al. 

*5853—Haas Rees’ Sons vs. Sou. Ry. Co. 
September 8—Washington, D. C.—Examiner, Marshall: 

5697—National Casket Co. et al. vs. Southern. 
September 8.—Los Angeles, Cal.—Commissioner, Marble: 
*5661—Rowland Estcourt vs D. L. & W. et al. 
*5690—Woodward Bennett Co. vs. San P., Los. A. & 9. L. 
*5833—-Moore Motor Truck Co. vs. Wabash et al. 
September 8—Boston, Mass.—Special Examiner Rynder: 
*5278—Spring Coal Co. vs. Norf. & West. Ry. Co. 
*5823—Eastern Talc. Co. vs. Mo. Pac. Ry. Co. et al. 
September 8—Chicago, IllL—Commissioner Prouty: 
*5676—Sprinegfield Commercial Assn. vs. P. R. R. Co. et al. 
*5683—Jacob Kerfer et al vs. Ia. Nor. Ry. Co. et al 


September 9—Chicago, Ill—Commissioner Prouty: 

*5842—Clinton Sugar Refining Co. vs. C. & N. W. Ry. Co. 

*5394—Wis. & Ark. Lumber Co. et al. vs. St. L., I. M. & S. Ry. 
Co, et al. 

September 9—New Haven, Conn.—Special Examiner Rynder: 

*5371—James B. Shaw vs. Rutland R. R. Co. et al. 


September 10—Buffalo, N. Y.—Special Examiner Rynder: 
*4784—-Palen & Burns vs. L. V. R. R. Co. et al. 
*5837—Ellicott Brick Co. vs. B. R. & P. Ry. Co. et al. 

September 10—New York, N. Y.—Examiner, Elder: 
*5393—-National Baggage Committee vs. A. T. & S. F. et al. 

September 11.—Salt Lake City, Utah.—Commissioner, Marble: 
*4921—Harold Rernum vs. Ind. Harb. Belt et al. 
*5522—Robert McKenzie vs. Cent. Vt. et al. 

*5554—Richmond Eureka Mining Co. vs. Eureka-Neva, et al. 


September 11—Chicago, Ill.—Commissioner Prouty: 
*1. & S. No. 232—Grain rates in C, F. A, territory. 
*I. & S. No. 239—Iowa grain rates. 
September 11—Cleveland, O.—Special Examiner Rynder: 
*5832—Loen Mfg. Co. vs. N. Y. C. & St. L. R. R. Co. et al. 
*5835—National Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
*5879—National Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
September 12—Pittsburgh, Pa.—Special Examiner Rynder: 
*4626—Waverly Oil Works vs. Pa. Co. et al. 
*5309—Pittsburgh Steel Co. vs. Trinity & B. V. Ry. Co. et al. 
*5326—Mead & Speer Co. vs. Kanawha & W. Va. R. R. Co. et al. 
*5502—W. J. Holland, director of the Museum of the Carnegie 
Institute of Pittsburgh, Pa., vs. Unitah Ry. Co. et al. 
September 13—Pitsburgh, Pa.—Special Examiner Rynder: 
*5526—Monack Bros. vs. P. R. R. Co. et al. 
*5366—American Lumber & Mfg. Co. vs. D. T. & I. Ry. Co. et al. 
*5861—Red Bank Mills vs. P. R. R. Co. et al. 
September 15—Washington, D. C.—Examiner, Marshall: 
5504—Cotton Manufacturers’ Assn. of S. C. vs. Carolina C. & 
O. of S. C. et al. 
5505—Belton Mills et al. vs. Norf. & West. et al. 


DIGEST OF NEW COMPLAINTS 


No. 5921. Sheuerman Bros., Inc., of Des Moines, Ia., vs. A. T. 
& S. F. et al. 

Against the classification of wool combings, wool noiles and 
garneted wool waste, in bags, L. C. L., at double first class, 
and when in bales at one and one-half times first class from 
points in Western Classification territory as excessive, unjust 
and unreasonable. Cease and desist order, maxima rates not 
to exceed those formerly in effect under Western Classifica- 
tion No. 51, Page 308, Item 17 asked for. 

No. 5926. Kalamazoo Tank & Silo Co., Kalamazoo, Mich., vs 
Mich. Cent. R. R. et al. 

Against a rate of 63 cents per 100 pounds on shipments of 
fir lumber from points in Washington to Kalamazoo as unjust, 
unreasonable and illegal. Rate not to exceed 61c asked for 
and reparation. 

Ne. 5927. A. M. Hampton, of Sedalia, Mo., vs. M. K. & T. Ry. 

‘o. 

Against a rate of 19c on barbed wire, bale ties, staples, 
nails and wire fencing from St. Louis, originating at Kokomo 
Wis., to Sedalia. The establishment of maxima rates asked 
for and reparation. 

Ne. —_. Miles Bros. Co., Inc., Chattanooga, Tenn., vs. L. & 
N. et al. 

Against a rate of $1.15 per short ton on coal from points 
in Kentucky to Chattanooga as unjust, unreasonable, exces- 
sive and discriminatory and unreasonable delay due to alleged 
errors in routing. Cease and desist order, the fixing of just 
and reasonable rates and reparation asked for. 

No. 5929. Edmund Peycke Co., Los Angeles, Cal, vs. Wells- 
Fargo & Co. et al. 

Alleges that the rates assessed for the express refrigeration 
of cantaloupes to points in the states of Oregon. Washington 
Montana, Nevada, Utah, Arizona, New Mexico, Colorado. 
Texas, Oklahoma, Louisiana, Arkansas, Tennessee, Kentucky. 
Missouri, Kansas, Nebraska, Jowa. South Dakota. North Ma- 
kota, Minnesota, Wisconsin, Illinois, Indiana, Michigan. Ohio, 
Pennsylvania, Maryland. New York. New Jersey and Massa- 
chusetts are unreasonable and unjust and excessive to the ex- 
tent that they exceed the rates on fruits and vegetables be- 
tween the same points. Cease and desist order asked for, the 
establishment of maxima rates for future shipments, and such 
further orders as the Commission may deem proper. 

No, 5930. Ferd Brenner Lumber Co., of Cincinnati, O., vs. Vir- 
ginia & Southwestern et al. 

Against a rate of 23 cents on shipments of oak lumber 
between McCain, Tenn., and Thomasville, N. C., as unreason- 
able and unjust. Ask for a rate not to exceed 16 cents and 
reparation. 

No. 5931. Wellington Mines Co., of Breckenridge, Colo., vs 
Colorado & Southern et al. 

Against a rate of 15c per 100 pounds on lead concentrates 
from Breckenridge to Denver,, as unjust, unreasonable and 
unduly discriminatory. Ask for the restoration of a rate of 
7%ec and reparation. 

No. 5934. Fullerton Moses Tie Co., of St. Louis, Mo., vs. 
Mo. Pac. et al. 

Against a rate of 13c on wooden crossties from points of 
origin in Missouri to destinations in Kansas as being unreason- 
able. Just and reasonable rates asked for and reparation. 

No. 5935. Merchants’ Freicht Rureau. of Little Rock, Ark.. for 
the Mount Olive Stave Co., Batesville, Ark., vs. St. L., I. M 
& &. et al. 

Against the rates on staves and headings from Batesville 
to Rogers, Bentonville and Fayetteville, Ark., as unreasonable, 
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by reason of the absence of a joint through rate. Reasonable 
through maxima rates asked for. 

No. 5936. Pouncey Pacing & Construction Co., of Helena, Ark., 
vs. St. L., l. M. & S. 

Against a rate of 12%c per 100 pounds on paving brick from 
Murphysboro, Ill, to Helena, Ark., as unreasonable and un- 
just. Ask fora rate not to exceed 8c and reparation. 

No. 5937. W. P. Brown & Sons Lumber Co, et al, of Louisville, 
Ky., vs. L. & N. R. R. 

Alleges excessive rate on lumber and logs from points in 
Alabama, Tennessee and Kentucky to Evansville; Louisville 
and Cincinnati, due to illegal publication of a tariff and as 
being unreasonable per se. The establishment of just and 
reasonable rates asked for. 

No. 5941. Tennessee Lumber Mfg. Co., of Sutherland, Tenn., 
vs. Beaver Dam R. R. Co; et al. 

Alleges excessive rates for scrap iron and mill machinery 
between Sutherland and Damascus and Abingdon, Va., Bristoi, 
Va.-Tenn., Knoxville, Birmingham, Pittsburgh, Columbus, 
Murcisson, N. C., and Pensacola, N. C. Ask for the fixing of 
just and reasonable maxima rates to apply on future ship- 
ments, 

No. 5942. The Consolidation Coal Co., of Maryland and other 
coal companies of West Virginia, vs. the B. & O. 

Allege that they are subjected to unreasonable and undue 
prejudice and disadvantage in the matter of equipment dis- 
tribution growing out of the Car Distribution Rules adopted 
May 1, 1913, and also to a lack of sufficient coal cars to ac- 
commodate the trade. Ask for a cease and desist order and 
that the Commission shall pass upon what shall be just and 
reasonable rules, regulations and practices to be adopted in 
the movement of its own cars, individual cars and its own 
and other railroad cars for fuel coal as between the several 
coal districts served by the B. & O. and as between the mines 
and coal operators in those districts. 

No. 5943. Carroll, Brough & Robinson et al., Oklahoma City, 
Okla., vs. A. T. & S. F. et al. 

Alleges unreasonable, unjust and discriminatory rates on 
canned goods to Oklahoma City under the provisions of West- 
ern Classification No. 51, E. J. Hoffman’s I. C. C. No. 9, and 
Item 4390, Fe A. Leland’s I. C. C. No. 969, from Galveston, 
Houston and other points in south Texas and from points of 
distribution in Arkansas, Missouri, Kansas, Oklahoma and 
Texas. Ask for reasonable rates and regulations. 

No. 5944. Western Tool & Forge Co., of Brackenridge, Pa., vs. 
Adams Express Co. : : 

Excessive express rates from Brackenridge to Detroit, Lan- 
sing, Indianapolis, Chicago and Milwaukee as compared with 
the rates from Wilmerding and Butler and East Pittsburgh to 
the same points. Ask for a cease and desist order and just 
and reasonable maxima rates for future shipments, which, 
they suggest, should not exceed the East Pittsburgh rate. ; 

No. 5945. Albert Miller & Co., Chicago, Ml, vs. C., St. P., M. & 
O. Ry. Co. et al. 

Unjust and unreasonable 
from North pa to St. 
asked for and reparation. : 

No, 5938. Florida Teceuas Co. vs. Louisville & Nashville et al. 

Against a rate of 41 cents per 100 pounds on shipment of 
cypress lumber from Pensacola, Fla., to Lynchburg, Va., due 
in part to error in routing, and to the absence of a through 
rate, Cease and desist order asked for and the establishment 
of a rate not to exceed 24 cents and reparation. 

No. 5939. John S. Wentz et al. vs. Lehigh Valley R. R. et al. 

Excessive charges on shipment of coal from Hazle Brook 
Colliery, Pa., to Meadows, N. J., due to alleged misrouting, 
leading to an excess charge of 40 cents per ton. Reparation 
asked for. < 

No. 5940. Lee Broom & Duster Co., of Lincoln, Neb., vs. Atch- 
ison, Topeka & Santa Fe et al. : 

Alleges excessive charges on shipments of broomcorn from 
Higgins, Texas, to Lincoln, Neb., owing to the absence of 
through rates, the charges being made on a combination of 
the locals. Ask for the establishment of maxima rates for 
future shipments not to exceed 48 cents and reparation. 


No. 5932. Northwestern Compo-Board Co., of Michigan, vs. 
Ahnapee & Western Ry. Co. et al. Against the present classi- 
fication of compo-board under Item 25, Western Classification 
No. 51, as composition board, as being unreasonable, unjust, 
unjustly preferential and unduly prejudicial. They request 
the Commission to prescribe what individual and joint classifi- 
cations, regulations and practices would be just, fair and 
reasonable, not to exceed the rating which was accorded to 
compo-board under Western Classification No. 50. 


INFORMALREPARATION ORDERS 


26371. Abingdon Column and Lumber Co. et al. vs. Norf. & 
West. Ry. Co.: Order entered May 26, 1913, directing refund 
of $4,864.92, account of unreasonable rates applied on various 
carloads of lumber, legs and billets, from stations in Virginia 
to other stations in Virginia for milling and reshipment. 

25442 American Carbolite Co. vs. Duluth, South Shore & At- 
May 16, to July 3, 1912, from Fiborn, Mich., to West Duluth, 
Minn. 

27274. American Hoist & Derrick Co. vs. M., St. P. & S. 8. M. 
Ry. Co. et al.: Order entered June 7, 1913, authorizing refund 
of $12.55, account unreasonable rate applied on two carloads 
of hoisting machinery, from St. Paul, Minn., to Niagara Falls, 
N. Y., June 10, 1912. 

27033: American Lumber & Export Co, vs. Sou. Ry. Co.: Order 
entered May 29, 1913, authorizing refund of $59.54, account 
unreasonable rate applied on one carload of lumber, from 
Mobile, Ala., to Morristown, Tenn., April 17, 1911. 

25204 American Naval Stores Cq vs. G. & S. 1. R. R. Co. et ai. 
Order entered April 21, 1913, directing refund of $19.66, on 
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account of umreasonable rate applied on two carloads rosin 
oo Ten Mile, Ga., to North Milwaukee, Wis., on March 2, 

25362 American Steel & Wire Co. vs. Erie R. R. Co. et al. 
Order entered April 21, 1913, directing refund of $9.08, on 
account of unreasonable rate applied on one carload of iron 
hay-bale ties from Cleveland, VU., to Two Rivers, Wis., on 
Nov. 8, 1911. 

25444. American Steel & Wire Co. vs. St. L. & S. F. R. R. Co. 
et al.: Order entered May 27, 1913, authorizing refund of 
$27.45, account unreasonable rate applied on carload of woven 
wire fence, forwarded from Memphis, Tenn., to Mount Olive 
Miss., Feb. 14, 1912, : 

24141 American Steel & Wire Co. vs. Sou. Pac. Co.-Atlantic 
Steamship Lines et al. Order entered April 19, 1913, directing 
refund of $14.28, on account of unreasonable rate on one ship- 
ment of wire rope, forwarded from Worcester, Mass., to 
Mooringsport, La., Sept. 29, 1910. 

24427. Amrine, J. W., vs. A., T. & S. F. Ry. Co. et al.: Order 
entered May 27, 1913, directing refund of $57.49, account un- 
reasonable rate applied on one carload of hay, from Fowler, 
_Colo., to Kenosha, Wis., Feb. 6, 1912. 

27252. Anderson, W. O., vs. C., R. L. & P. Ry. Co.: Order en- 
tered — 2. 1913, directing refund of $15.20, account un- 
reasonable rate on one shipment : 3 

asthe to Topeke, Har p of cantaloupes, Mulberry, 

Armour & Co. vs. C., B. & Q. R. R. Co. Order t 
April 19, 1913, directing refund of $54.57, on account “of on 
sDhemed feeen ae = é a of lard, grease and tallow, 

ou maha, Neb., to Chicago, IIl,, i 
Aug. 25, 1911, to June 28, 1912. * a 

14089. Arm Lumber Co. vs. Gulf & Ship Island R. R. Co.: 
Order entered May 28, 1913, authorizing refund of $7.15, ac- 
Se saree sponge mote te due to the misrouting ot one 
: o umber, forwarded from Brent Miss. 
Gary, Ind., Sept. 10, 1910. ee 

25440. Babcock Lumber and Boom Co. vs. Western Maryland 
Ry. Co.: Order entered May 27, 1913, direcing refund of $6.81, 
Gn de Joes applied on carload of spruce and 

mber forwar from Davi Ta. c 
W. Va., May 27, 1912. eh eee 

_Bain, filliam, vs. Sou. Pac. Co. et al. Order entered 

Apel ot 1718... directing = $124.69, on account of un- 
e rate on one carload of apples, 
Albany, Ore., to Aberdeen, S. D. = eee 

26969. Bates, Hiram A., vs. Maine Cent. R. R. Co. et al.: Order 
entered May 24, 1913, directing refund of $242.13, account of 
unreasonable @ate applied on ten carloads of potatoes, for- 
warded from Baring and Princeton, Me., to Brooklyn, N. Y. 

26833. Beloit Iron Works vs. Erie R. R. Co: et al: Order en- 
tered May 26, 1913, directing refund of $2.85, account of un- 
reasonable rate applied On one iron roll from Akron, Ohio, to 
Beloit, Wis. A 

22954 Benesch, Joseph, & Co. vs. C., R. I. & P. Ry. Co. Order 
entered April 18, 1913, directing refund of $6, on account of 
unreasonable rate applied on one carload of rags forwarded 
from Ottumwa, Ia., to Milwaukee, Wis., on Nov. 1, 1911. 

23599. Blehdon, V. R., vs. Chicago, Great Western R. R. Co. 
et al, Order entered May 27, 1913, directing refund of $19.30, 
account of unreasonable rates applied on carload of flax tow 
forwarded from Winona, Minn., to Allegheny, Pa., Sept. 8, 


1911. 

24705 Boston Excelsior Co. vs. R., F. & P. R. R. Co. et al. 
Order entered April 19, 1913, directing refund of $10.85, on 
account of unreasonable rate on one carload of excelsior, for- 


warded from Fredericksburg, Va., to Port Chester, N. Y., 


Nov. 29, 1911. 

27697. Braida & Co., J., vs. Nor. Pac. Ry. Co.: Order entered 
May 29, 1913, authorizing refund of $51.90, account unreason- 
able rate applied on one carload of crushed granite, from 
Seattle, Wash., to Butte, Mont., Oct. 14, 1911. 

25209 Bridge & Leonard vs. C., St. P.. M. & O. Ry. Co. et al.: 
Order entered April 21, 1913, directing refund of $4.76, on 
account of an unreasonable rate applied on one C. L. of 
straw, shipped Feb. 2, 1912, from New Richmond, Wis., to 
Chicago, Til. 

26735. Reuping Leather Co., Fred, vs. C., M. & St. P. Ry. Co. 
and Wabash R. R. Co.: Order entered May 28, 1912, au- 
thorizing refund of $17, account unreasonable rate applied 
on one carload of green salted hides, forwarded from Detroit, 
Mich., to Fond du Lac, Wis., June 29, 1909. 

22112 Brookwood Distillery Co. vs. C. C. C. & St. L Ry. Co. et 
al. Order entered April 19, 1913, directing refund of $2.01, on 
account of unreasonable rate on one shipment of whiskey in 
ee st oer from Cincinnati, O., to Belleville, Tex., July 

24444. Campbell, J. D., vs. A.. T. & S. F. Ry. Co. et al.: Order 
entered May 27, 1913, directing refund of $8.40, account un- 
reasonable rate applied on one carload of furniture, from 
Raton, N. M., to El Paso, Tex., Jan. 5, 1912. 

23056. Carnegie Steel Co. vs. P. R. R. Co. et al.: Order en- 
tered June 2, 1913, directing refund of $24.35, account un- 
reasonable rate on five carloads of ingot molds, etc., Besse- 
mer, Pa., to Mingo Jct., O. 

24920 Carolina Yellow Pine Co. vs. P., B. & W. R. R. Co. et al. 
Order entered April 19, 1913, directing refund of $2, on account 
of unreasonable minimum weight on one carload of lumber, 
from Marion, 8S. C., to Easton, Md., Nov. 4, 1910. 

25125. The Carey Commission Co. vs. A., T. & S. F. Ry. Co. et 
al.: Order entered May 21, 1913, authorizing refund of $16.50, 
account of unreasonable rate applied on carload of potatoes 
from Excelsior Springs Junction, Mo, to Bartlesville, Okla., 
July 22, 1911. 

25373 Cedar Rapids Oil Co. vs. C., R. I. & P. Ry. Co. et al. Order 
entered April 18, 1913, directing refund of $50.46, on account 
of unreasonable rate on one carload of naphtha, etc., shipped 
age cig Kan., to Atlantic, Ia., Aug. 30 and Oct. 

24024. Central Coal & Coke Co. vs. Tex & Pac. Ry. Co.: Order 
entered May 21, 1913, authorizing refund of $10, account of 
drayage charge incurred through the erroneous routing of one 












































































































































































































































carload of yellow pine lumber from Boleyn, La., to Valparaiso, 
Ind. 

25422 Central Pennsylvania Lumber Co. vs. Northern Central 
Ry. Co. et al. Order entered April 21, 1913, directing refund 
of $12.38, on account of unreasonable rate applied on one 
earload of lumber from Williamsport, Pa., to Marion, N. Y., 
on May 4, 1912. 

21865 Chamberlin, Geo., vs. Atlantic Coast Line R. R. Co. 
Order entered April 21, 1913, directing refund of $55, on ac- 
count of unreasonable rate applied on one shipment emigrant 
movables, Newport, Ky., to Largo, Fla., Oct. 18, 1911. 

26791 Chambers, W. A., Co. vs. L. & N. R. R. Co. et al. Order 
entered April 19, 1913, directing refund of $18.43, on account 
of unreasonable rate on one carload of canned tomatoes, for- 
warded from Troutville, Va., to Clarksville, Tenn., Aug. 28. 
1911. 

23638. Chase, Leavitt & Co. vs. Portland Terminal Co.: Order 
entered May 27, 1913, directing refund of $177.60, account of 
unreasonable rate applied on one cargo of brimstone forwarded 
from Sabine, Tex., to Portland, Me., May 3, 1912. 

26788 Chattanooga Pole Co. vs. L. & N. R. R. Co. Order en- 
tered April 19, 1913, directing refund of $32.17, on account of 
unreasonable rate on one carload of chestnut poles, forwarded 
from Leinart, Tenn., to Ensley, Ala., May 17, 1912. 

25624 Chestnutt Lumber Co. vs. Louisville & Nashville R. R. Co. 
et al. Order entered April 18, 1913, directing refund of $10 
on account of unreasonable rate applied on one carload of 
rough lumber, forwarded Sept. 1, 1908, from Chapman, Ala., 
to Lewisburg, Tenn. 

24046. Chickasha Milling Co. vs. C., R. I. & P. Ry. Co.: Order 
entered May 26, 1913, directing refund of $25,00, account of 
unreasonable rate applied on one carload of flour from Lone 
Wolf, Okla., to Newark, N. J. 

25210 Cincinnati Grain Co. vs. Chesapeake & Ohio Ry. Co. et 
al. Order entered April 18, 1913, directing refund of $12.50, on 
account of unreasonable rate applied on one carload of baled 
hay, forwarded on March 14, 1911, from Ross, Ky., to Ash- 


burn, Va. 
23001. Clark Bros. & Co. vs. Minn. & St. L. R. R. Co.: Order 
entered June 2, 1913, directing refund of $23.80, account un- 


reasonable rate on two carloads of cattle, South Omaha, Neb., 
to Peoria, IIL. 

23887. Climax Mfg. Co. vs. C. & O. Ry. Co. et al.: Order en- 
tered May 27, 1913, directing refund of $4, account of unreas- 
onable rate applied on carload of logging cars forwarded from 
Beard, W. Va., to Corry, Pa., on May 20, 1911. 

27328. Cochrane Brokerage Co. vs. A., T. & §. F. Ry. Co. et 
al.: Order entered June 2, 1913, authorizing refund of $18.94, 
account of unreasonable rate applied on two carloads of 
potatoes from Floyd, Mo., to Lincoln, Neb., July 2 and 7, 
1912. 

11130. Cockburn-Whaley Co. vs. C. & O. Ry. Co.: Order en- 
tered June 2, 1913, directing refund of $4.75, account drayage 
due to erroneous shipment of lumber, Danville, W. Va., to 
Elmira, Ont. 

26744. Co%man, Chas. D., vs. C. & N. W. Ry. Co.: Order en- 
tered June 9, 1913, authorizing refund of $93.21, account un- 
reasonable rate applied on fcur carloads of stock cattle, 
from Miller (3) and Ree Heights (1), S. D., Sept. 2, 1911. 

26558 Cochrane, T. H., Co. vs. Chi. & N. W. Ry. Co. et al. 
Order entered April 18, 1913, directing refund of $19.50, on 
account of unreasonable rate applied on one carload of pota- 
ome shipped Jan, 18, 1912, from Brooks, Wis., to Mt. Vernon, 
nd. 

23384 Columbia Malting Co. vs. Vandalia R. R. Co. et al. 
Order entered April 18, 1913, directing refund of $6.51, on ac- 
count of unreasonable rate applied on three carloads of coal 
a South Linton, Ind., to East Side, Ill, on Aug. 2 and 6, 
1910. 

25135. Consignees Favorite Box Co. vs. Nash., Chatt. & St. L. 
Ry. et al.: Order entered May 26, 1913, directing refund of 
$3.90, account of unreasonable rate applied on one carload of 
box shooks from Chattanooga, Tenn., to Buffalo, N. Y. 

23941. Consolidated Gas Purification & Chemical Co. vs. Tenn. 
Cent. R. R. Co. et al.: Order entered June 3, 1913, directing 
refund of $109.01, on account of an unreasonable rate applied 
on one carload of ground ore, shipped Sept. 12, 1911, from 
Nashville, Tenn., to New Orleans, La. 

26874. Cudahy Packing Co. vs. Wabash R. R. Co.: Order en- 
tered May 26, 1913, directing refund of $8.00, account of un- 
reasonable rate applied on one carload of flour from Danville, 
Til., to Washington, D. C. 

27099. Curtis Brothers & Co. vs. C. & N. W. Ry. Co. et al: 
Order entered June 7, 1913, authorizing refund of $14.40, ac- 
count unreasonable rate applied on one carload of open sash, 
from Clinton, Ia., to Minneapolis, Minn., Aug. 17, 1911. 

25817. Daywitt, A. B., vs. C., R. I. & P. Ry. Co. et al.: Order 
entered June 7, 1913, authorizing refund of $17.43, account un- 
reasonable rate applied on carload of agricultural implements, 
from Moline, Ill., to Genoa, Colo., Jan. 13, 1910. 

24395. Deslauriers Column Mould Co. vs. Nor. Pac. Ry. Co. et 
al: Order entered May 24, 1913, directing refund of $549, 
account of unreasonable rate applied on one carload of angle 
iron from Portland, Ore., to St. Paul, Minn. 

25436 Dickey, W. S., Clay Mfg. Co. vs. C., R. I. & P. Ry. Co. et 
al. Order entered April 21, 1913, directing refund of $16.95, 
on account of an unreasonable rate applied on three carloads 
of sewer pipe, shipped Oct. 2 and 26, 1911, from Deepwater, 
Mo., to Lincoln, Neb. 

25030 Du Pont, E. I., de Nemours Powder Co. vs. B. & O. R. R. 
Co. et al. Order entered April 21, 1913, directing refund of 
$28, on account of an unreasonable rate applied on one carload 
of crude limestone, shipped Dec. 14, 1910, from Baltimore, Md., 
to Marquette, Mich. 

27267. Dyer Packing Co., A. C., vs. M., St. P. & S. S. M. Ry. 
Co. et al.: Order entered June 7, 1913, authorizing refund of 
39 cents, account unreasonable rate applied on 2,555 pounds of 
canned pork and beans, from Vincennes, Ind., to Minneapolis, 
Min., Aug, 22, 1911. 

24327. Etiwan Fertilizer Co. vs. Southern Ry. Co. et al.: Order 
entered May 27, 1913, directing refund of $46.80, account of 
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unreasonable rates applied on two carloads of fertilizer, for- 
warded from Charleston, S. C., to Centenary, S. C. 

26756. Everett, W. N., vs. S. A. L. Ry. Co.: Order entered 
May 29, 1913, authorizing refund of $25.20, account umrea- 
sonable rate applied on four carloads of fertilizer, from Kil- 
locks, S. C., to Osborne, N. C., March 19, 1912. 

27002. Fairbanks, Morse & Co. vs. C., M. & St. P. Ry. Co. et 
al.: Order entered May 29, 1913, authorizing refund of 45 
cents, account unreasonable rate applied on 165 pounds of 
electric controllers, from Cleveland, O., to Beloit, Wis., May 
10, 1912. 

26739. Fairbanks, Morse & Co. vs. L. S. & M. S. Ry. Co. et al.: 
Order entered May 29, 1913, authorizing refund of $2.16, ac- 
count unreasonable rate applied on 14 wooden tanks, from 
Lansing, Mich., to Beloit, Wis., April 23, 1912. 

26384. Fairbanks, Morse & Co. vs. L. S. & M. S. Ry. Co. “et al.: 
Order entered June 9, 1913, authorizing refund of 39 cents, 
account unreasonable rate applied on a shipment of stationary 
rg oT and parts, from Cleveland, O., to Beloit, Wis., March 

, 1912. 

23057. Farmers’ Warehouse Co. vs. Southern Pacific Co.: Or- 
der entered June 2, 1913, directing refund of $12.25, account 
unreasonable rate on one shipment of beans, Sawtelle, Cal., 
to Tampa, Fla. 

23194. Farmers’ Handy Wagon Co. vs. Cin., S. & M. Ry. Co.: 
Order entered June 2, 1913, directing refund of $8.63, account 
unreasonable rate on one carload of silos, Saginaw, Mich., to 
Minnesota Transfer, Minn. 

25337 Fourche River Lumber Co. vs. C., R. I. & P. Ry. Co. et 
al. Order entered April 19, 1913, directing refund of $12.93, 
on account of unreasonable rate on one carload of yellow-pine 
lumber from Graytown, Ark., to Denison, Ia., on Aug, 9, 1911. 

27064. Ford Milling Co. vs. C., M. & St. P. Ry. Co. et al.: Or- 
der entered June 9, 1913, authorizing refund of $38.17, account 
unreasonable rate applied on one carload of flour, from 
Princeton, Ind., to Janesville, Wis., March 14, 1912. 

27105. Foster Lumber Co. vs. M., K. & T. Ry. Co. et al.: Or- 
der entered June 7, 1913, authorizing refund of $12.92, ac- 
count unreasonable rate applied on one carload of cement 
from Mildred, Kan., to Kildare, Okla., Sept. & 1912 

25027 Friei:nan-Shelby Shoe Co. vs. M. P. Ry. Co. et al. Order 
entered April 21, 1913, directing refund of $1.69, on account 
of unreasonable rate applied on two less-than-carload ship- 
ments of shoe lasts, from Chicago, Ill., to Jefferson City, Mo., 

ean 21 to March 3, 1911. 

- General Chemical Co. vs. P. R. R. Co. et al.: Ord - 
tered May 29, 1913, authorizing refund of $8, account aan. 
sonable rate applied on one carload of nitrate of soda, from 
Camden, N. J., to Odenwelder, Pa., May 3, 1912. 

26051. Geoghegan, P. H., vs. Colo. & Sou. Ry. Co. et al.: 
Order entered April 19, 1913, authorizing refund of $16.68. ac- 
count unreasonable rate applicable on one carload of hay for- 
eee from O'Neill, Neb., to Windsor, Colo., on January 24, 

23742. Gordon & Taylor vs. Iola & Nor. R. R. Co. et al.: Or- 
der entered June 3, 1913, directing refund of $22.44. on ac- 
count of an unreasonable rate applied on one carload of 
secon, siiapet Feb. 20, 1912, from South St. Paul, Minn., to 

a, s. 

25364 Gulf Pipe Line Co. vs. Erie R. R. Co. et a or 
entered April 18, 1913, directing refund of $158.40, ont ada 
of unreasonable rate on one carload of wooden sucker rods 
from Utica, Pa., to Beaumont, Tex., Feb. 4, 1911. : 

26322. Gulf Lumber Co. vs. Lake Charles & Nor. R. R. Co. et 
at.: Order entered May 27, 1913. directing refund of $2.28 
account unreasonable rate applied on one carload of yellow 
Pine lumber, from Fullerton, La., to Kell,- Til. oe 

26124, Haarmann Vinegar & Pickle Co. vs. C., R. I. & P. Ry 
Co.: Order entered June 9, 1913. authorizing refund of $39 09. 
pr nay unreasonable rate applied on four carloads of dill 
- 1 Lo. Pella, Ia., to Omaha, Neb., during period Nov 

27116. Hale Brothers, Inc., vs. Sou. Pac. Co et al.: Order 
entered June 7, 1913, authorizing refund of 72 cents neues 
unreasonable rate applied on one case of cotton knit hosiery 
from Chester, Ill., to Oakland, Cal., June 24, 1910. : 

21259 Hale, J. M., Co. vs. Sou. Pac. Co. et al. Order entered 
April 18, 1913, directing refund of 50 cents on account of un- 
reasonable rate applied on one case of woolen hosiery for- 
warded from Rockford, Ill., to Los Angeles, Cal 7 

25286 Hammer, Thomas B., vs. Pennsylvania R. R. Co. et al 
Order entered April 19, 1913, directing refund of $6.88, on ac- 
count of unreasonable rate on one carl6ad of cedar rails for- 
warded from Bamber, N. J.. to Fernwood, Pa., April 2. 1912 

25697. Harvey Seed Co. vs. Detroit, Grand Haven & Milwaukee 
Ry. Co. et al.: Order entered May 26, 1913. directing refund 
of $19.23, account of unreasonable rate applied on 92 bags of 
peas forwarded from Sheboygan, Wis., to Buffalo, N. Y_ 

27028. Heileman Brewing Co., G., vs. Nor. Pac. Ry. Co.: Order 
entered May 29. 1913, authorizing refund of $50.56. account 
a rate applied on three shipments of beer, from 
mn oe to Yates, Mont., during period April 23 to 

26385. Holly Sugar Co., The, vs. St. L., R. M. & f. 
al.: Order entered June 9, 1913, authorizing tend od $68 %. 
account unreasonable rate applied on one carload of suga” 
i bewe). from Swink, Colo., to Ute Park, N. M., July 12, 

25285 Holz & Son, Samuel, vs. P.. C. C. & St. L. Ry. @ f 
Order entered April 21, 1913, directing refund of $6.11. = 
account of unreasonable rate on one carload of scrap iron 

forwarded from Baton. O.. to Sharon, Pa. ; 

1 i u m., ©. + vs. C., B. & Q. R. R. Co. et al.: r 
entered May 29, 1913, authorizing refund of $19.59. eee 
unreasonable rate applied on one carload of nut coal, from 
Avery. Ia., to Steele City, Neb., Aug. 20, 1909. : 

22287. Hummel & Downing Co. vs. C.. M. & St. P: Ry. Co: 
Order entered May 29, 1913, authorizing refund of $104.52. 
account unreasonable rate applied on 31 carloads of baled 
waste paper from Milwaukee. Wis., to Chicago, Ill, during 
period Oct. 19, 1909, to July 27, 1910. : 
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25434. Illinois Steel Co. vs. Kansas City Sou. Ry. Co. et al 
Order entered April 21, 1913, directing refund of $151.54, on 
account of unreasonable rate applied on eight carloads of steel 
rails and fastenings from South Chicago, IIL, to Lockport 
Junction, La., on Feb. 6 and 17, 1912. 


23237. Inman, Akers & Inman vs. Southern Ry. Co.: Order 
entered June 2, 1913, authorizing refund of $76.91 account 
unreasonable rate applied on two shipments of cotton from 


Elberton, Ga., to Toccoa, Ga., for compression and subsequent 
reshipment to Savannah, Ga., for export, Sept. 16, 1911. 

26188 Italian Fruit & Produce Assn, vs. Sou. Pac. Co. Order 
entered April 19, 1913, directing refund of $6.11, on account 
of unreasonable rate on one carload sweet potatoes, forwarded 
from Atwater, Cal., to East Portland, Ore., Oct. 8, 1912. 

24028. Jones, Mundy & Co. vs. Sou. Pac. Co. et al.: Order en- 
tered April 19, 1913, directing refund of $138.14, account un- 
reasonable rate applied on two carloads of spirits forwarded 
from Peoria, Ill., to San Francisco, Cal., in March and April, 


1912. 

25506. Ketcham, O. W., vs. Phila., Balt. & Wash. R. R. Co.: 
Order entered May 22, 1913, authorizing refund of $117.85, ac- 
count of unreasonable rate applied on thirteen shipments of 
plain terra cotta from Ridley Park (Crum Lynne), Pa., to 
Washington, D. C. 

26001 Lee Lumber Co. vs. St. L., I M. & Sou. Ry. Co. Order 
entered April 19, 1913, directing refund of $26.78, on account of 
unreasonable rate on one carload of cinders, forwarded from 
Memphis, Tenn., to Parkin, Ark., March 28, 1912. 

24293 Lookout Planing Mills vs. Central of Georgia Ry. Co. et 
al. Order entered April 19, 1913, directing refund of $27.40, 
on account of unreasonable rate on six carloads of pine lum- 


ber, forwarded from Armuchee, Ga., to Chattanooga, Tenn., 
from June 20,.to Sept. 5, 1911. 
25163 Louisiana Western R. R. Co. et al. vs. Nutriline 


Milling Co. Order entered April 21, 1913, directing refund of 
$83.70, on account of unreasonable rate applied on one carload 
prepared stock food from Crowley, La., to Bay City, Tex., on 
May 11, 1912. 

26087 Lovejoy, A. P., vs. C., M. & St. P. Ry. Co. et al. Order 
entered April 19, 1913, directing refund of $14.42, on account 
of unreasonable rate on electric automobile, forwarded from 


Dayton, O., to Janesville, Wis., Jan. 3, 1912. 
25441. Maytag Co. vs. C., R. I. & P. Ry. Co.: Order entered 
April 19, 1913, directing refund of $10.86, account unreason- 


able rate applied on one carload of washing machines for- 


warded from Newton, Ia., to Lincoln, Neb., on March 21, 
1912. 
24947. McFarland Supply Co. vs. D.,. L. & W. R. R. Co. et al: 


Order entered May 27, 1913, directing refund of $5.70, account 


unreasonable rate applied on ome carload of cement, from 
Nazareth, Pa., to East Greensburg, Pa. 
25806. Miller, Albert, & Co. vs. Mich. Cent. R. R. Co. et al: 


Order entered May 24, 1913, directing refund of $11.76, account 
of unreasonable rate applied on one carload of hay from Polo, 
Tll., to Chicago, Tll. 

26000 Mitchell, Floyd T., & Co. vs. C., R. I. & G. Ry. Co. et al. 
Order entered April 19, 1913, directing refund of $55.46, on 
account of unreasonable rate on one carload of broomcorn, 
forwarded from Wildorado, Tex., to Chariton, Ia., Jan. 12, 1911. 

24782. Murphy, Grant & Co. vs. So. Pac. Co, et al.: Order 
entered June 2, 19138, authorizing refund of $0.64, account 
unreasonable rate applied to one shipment of sweater coats 


from Brooklyn, N. Y., to San Francisco, Cal., on June 4, 
1910. 
25151 Olympia Brewing Co. vs. Northern Pacific Ry. Co. et al. 


Order entered April 21, 1913, directing refund of $189.39, on 
account of unreasonable rate applied on nine shipments of 
beer and mineral water from Olympia, Wash., to San Fran- 


cisco, Cal., during the period of May 15 to Aug. 1, 1911. 
24512. National Pickle & Canning Co. vs. Gt. Nor. R. R. Co. 
et al.: Order entered May 29. 1913, authorizing refund of 
$46.50, account umreasonable rate applied on one mixed car- 
load of pickles, from St. Louis, Mo., to Portland, Ore., May 
28, 1910. 
21516. Northern Illinois Cereal Co. vs. C. & A. R. R. Co. et al.: 


Order entered May 29, 1913, authorizing refund of $18.39, ac- 
count unreasonable rate applied on one carload of rolled oats, 
from Lockport, Ill., to Syracuse, N. Y., Nov. 25, 1912. 

22531. Ohio & Western Lime Co., The, vs. L. S. & M. S. Ry. 
Co.: Order entered May 27, 1913, authorizing refund of $18, 
account drayage expense incurred due to the misrouting of 
one carload of lime, forwarded from Genoa, O., to Newark, 
N. J., Aug. 21. 1911 

24397. Omaha Cooperage Co., The, vs. C., B. & Q. R. R. Co.: 
Order entered May 27, 1913, directing refund of $58.10, ac- 
count unreasonable rate applied on four carloads of empty 
barrels, from South Omaha, Neb., to Denver, Colo. 

26298. Pabst Brewing Co. vs. M., K. & T. Ry. Co. et al.: Order 
entered May 24, 1913, directing refund of $36.69, account of 
unreasonable rate applied on thirteen carloads of beer from 
Milwaukee, Wis., to Moberly, Mo. 

26185. Pacific Fruit & Produce Co. vs. Sou. Pac. Co.: Order 
entered June 7, 1913, authorizing refund of $6.76, account un- 
reasonable rate applied on one carload of sweet potatoes, 
from Atwater, Cal., to East Portland, Ore., Oct. 11, 1912. 

27259. Pacific Portland Cement Co. vs. Southern Pacific Co.: 
Order entered June 2, 1913, directing refund of $6.30, account 
unreasonable rate on one shipment of plaster, Reno, Nev., 
to Burlingame, Cal. 

22810. Painted Post Lumber Co. vs. N. O. & N. E. R. R. Co.: 
Order entered June 2, 1913, directing refund of $8.75, account 
drayage due to erroneous shipment of lumber, Albertson, 
Miss., to Painted Post, N. Y. 

26584 Page & Son vs. Southern Pacific Co. Order entered April 
19, 1913, directing refund of $44.32, on account of unreasonable 
rate on seven carloads of sweet potatoes, from Atwater, Cal., 
to Portland, Ore., Aug. 7, 1911, to Oct. 9, 1912. 

24330. Peerless Oyster Co vs. B. & O. R. R. Co. et al.: Order 

entered May 27, 1913, directing refund of $6.30, account of 

unreasonable rates applied on one carload of crushed oyster 
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sheels forwarded from Locust Point (Baltimore), 
consigned to Purdy C. Maine, Locke, New York. 

26442. Pierson & Co., E. V., vs. P. R. R. Co. et al.: Order en- 
tered June 9, 1913, authorizing refund of $20, account unrea- 
sonable rate appiied on one carload of wheat, from Buffalo, 
N. Y., to Newark, N. Y., May 23, 1911. 

23034. Pope & Eckhardt Co. vs. C., C., C. & St. L. Ry. Co. et 
al.: Order entered June 2, 1913, authorizing refund of $24.14 
account of unreasonable rate applied on two carloads of 
wheat from Windsor, Ill, to Indiana Harbor and Gibson, 
Ind., July 15 and 26, 1911. 

26164. Price, J. S., vs. Mobile & Ohio R. R. Co.: Order entered 
May 24, 1913, directing refund of $39.00, account of unreason- 
able rate applied on 1 carload of hardwood billets from 
Leakesville, Miss., to Mobile, Ala. 

26060. Proctor & Gamble Co., The, vs. Sou Ry. Co. et al.: 
Order entered May 27, 1913, directing refund of $169.26, ac- 
count unreasonable rate applied on one carload of clay, from 
Macon, Ga., to Cincinnati, O., March 11, 1912. 

24581. Putney, L. B., vs. A., T. & S. F. Ry. Co.: Order en- 
tered April 19, 1913, directing refund of $15.03, account unrea- 
sonable rate applied on one carload of canned fruits and vege- 
tables forwarded from Albuquerque, N. M., to Holbrook, Ariz., 
on Nov. 2, 1911. 

25246 Quaker Oats Co. vs. Illinois Central R. R. Co. et al. 
Order entered April 18, 1913, directing refund of $3.50, on ac- 
count of unreasonable rate applied on one carload of screen- 


Maryland, 


ings and one carload of flour, respectively, shipped from 
Minneapolis, Minn., to Cedar Rapids, Ia., Dec. 19, 1910, and 
Jan. 19, 1911, respectively, and one carload of feed shipped 


from Cedar Rapids, Ia., to Eufaula, Ala., on Feb. 25, 1911. 

24466. Randall Grape Juice Co. vs. Buffalo & Susquehanna 
Railway Co. et al.: Order entered June 2, 1913, authorizing 
refund of $5, account drayage charge incurred through the 
erroneous routing of a carload of empty glass bottles from 
Hazelhurst, Pa., to Ripley, N. Y., on April 10, 1912. 

25871 Redman Magee & Co. vs. Illinois Central R. R. Co. Order 
entered April 18, 1913, directing refund of $236.80, on account 
of unreasonable rate on 40 carloads of grain from East St. 
Louis, Ill., to Cairo, Ill., for reshipment to southeastern points, 
7 mn during the period from Dec. 18, 1909, to April 28, 


27258. Reeder, M. E., vs. P. & R. Ry. Co. et al: 
June 7, 1913, authorizing refund of $12.48, account unreason- 
able rate applied on carload of lime, from Halls, Pa., to 


Lindley, N. Y., March 15, 1912. 
R. R. Co. Order entered April 


Order entered 


21865 Reimer, J., vs. A. C. L. 
21, 1913, directing refund of $71.50, on account of unreasonable 
rate applied on one shipment emigrant movables, Chicago, 
Ill., to Largo, Fla., Aug. 25, 1911. 

26300 Rose-Lyon Hardware Co. vs. C., R. I. & P. Ry. Co. et al. 
Order entered April 18, 1913, directing refund of $186.37, on 
account of unreasonable rate applied on three carloads of wire 
and nails shipped from Ironton, O., to Little Rock, Ark., from 
April 24, 1911, to Aug. 1, 1911. 

24412 Saginaw Milling Co. vs. Grand Rapids & Indiana Ry. Co. 
et al. Order entered April 19, 1913, directing refund of $23.89, 
on account of unreasonable rate on one carload of hay, for- 
Sanne from Falmouth, Mich., to Clarksburg, W. Va., Nov. 

» a. 


2439. Salt Lake Hardware Co. vs. Union Pac. R. R. Co. et al: 

Order entered June 2, 1913, authorizing refund of $166.14, ac- 
count of unreasonable rate applied on two mixed carloads of 
fruit jars and fruit jar tops from Muncie, Ind., to Idaho Falls 
and Montpelier, Idaho, May 12 and 18, 1911. 


25625. Sanguinetti, E. F., vs. Sou. Pac. Co. et al.: Order 
entered May 22, 1913, authorizing refund of $3.21 on account 
of unreasonble rate applied on 747 pounds of cotton blankets 
from Kansas City, Mo., to Yuma, Ariz. 

23898. Sherwin-Williams Co. vs. Erie R. R. Co. et al.: Order 
entered June 4, 1913, directing refund of $10, on account of 
an unreasonable rate applied on one carload of linseed olf} 
cake, shipped from Cleveland, O., to Washington, III. 


2€361. Southern Cotton Oil Co. vs. Southern Ry. Co. et al: 
Order entered May 24, 1913, directing refund of $37.92. account 
of unreasonable rate applied on one carload of cotton seed, 
from Franklin, Va., to Wilson, N. C. 


19836. Spencer, Kellogg & Sons vs. N. Y., S. & W. R. R. Co. 
et al.: Order entered June 2, 1913, directing refund of $18, 
account unreasonable rate on one shipment of linseed oll, 
Edgewater, N. J., to Nicetown, Philadelphia, Pa. 


23874. Standard Oil Co. vs. Southern Pacific Co.: Order en- 
tered June 4, 1913, directing refund of $64.35, account un- 
reasonable rate on one carload of petroleum and petroleum 
products, Los Angeles, Cal., to Yuma, Ariz. 


26369. Standard Oil Co. vs. Pa. Co.: Order entered June 9, 
1913, authorizing refund of $16.68, account unreasonable rate 
applied on four carloads of petroleum asphaltum (solid, in 
drums), from Cleveland, O., to Pittsburgh, Pa., during period 
March 8 to June 28, 1911. 


25191 Standard Oil Co. vs. B. & O. R. R. Co, et al. Order 
entered April 19, 1913, directing refund of $21.50, on account 
of unreasonable rate on one carload of oil from Parkersburg, 
W. Va., to Caledonia, Mich., on March 2, 1912. 


21865 Stauffer, W. S., vs. A. C. L. R. R. Co. Order entered 
April 21, 1913, directing refund of $45, on account of unrea- 
sonable rate applied on one shipment emigrant movables, 
Lititz, Pa., to Brooksville, Fla., Dec. 9, 1910. 


25140 Standard Oil Co. vs. Pennsylvania Co. et al. Order en- 
tered April 21, 1913, directing refund of $1.97, on account of 
unreasonable rate and minimum weights applied on one car- 
load of oil stoves, forwarded from Cleveland, O., to Superior, 
Wis., Aug. 11, 1911. 


23532. St. Paul Show Case Manufacturing Co. vs. C., B. & Q 
R. R. Co.: Order entered June 3, 1913, directing payment of 


$2, on account of drayage expense incurred due to the erron- 
eous routing of one shipment of plate glass, forwarded March 
12, 1912, from Ottawa, Ill., to St. Paul, Minn. 
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20213. Great Western Cereal Co. vs. Ill. Cent. R. R. Co. Order 
entered July 10, 1913, directing refund of $1.07, account of 
an unreasonable rate applied on one carload of oats from 
Omaha, Neb., to Ft. Dodge, Ia., on Nov. 12, 1909, and one 
carload of oats from Council Bluffs, Ia., to Ft. Dodge, Ia., on 
Nov. 17, 1909, for milling and reshipped to Memphis, Tenn., 
April 5, 1910. Also waive collection of an undercharge of 
$62.48. 

27533. Star Distillery Co., The, vs. L. & N. R. R. Co. et al.: 
Order enteréd June 7, 1913, authorizing refund of $19.11, ac- 
count unreasonable rate applied on two shipments of whiskey, 
from Samuels, Ky., to Monroe, La., Oct, 27 and 31, 1911. 


18567. Tyler, H. G., vs. S. A. L. Ry. Co.: Order entered June 
2, 1913, directing refund of $59.64, account unreasonable rate 
on three shipments of lumber, Duke, N. C., to Norfolk, Va. 


26864. Sunderland Brothers Co. vs. C., B. & Q. R. R. Co. et al.: 
Order entered May 29, 1913, authorizing refund of $3.75, ac- 
count unreasonable rate applied on one carload of salt, from 
Hutchison, Kan., to Bloomington, Neb., Jan. 1, 1912. 


26257 Trexler Lumber Co. vs. Pennsylvania R. R. Co. et al. 
Order entered April 18, 1913, directing refund of $14.94, on 
account of unreasonable rate applied on one carload of coal 
from Harrison (Newark), N. J., to Winton, Pa., Aug. 1, 1911. 

24210-25080. Tulsa Fuel & Manfr. Co. vs. A., T. & S. F. Ry. 
Co., and the C. & A. R. R. Co. Order entered April 19, 1913. 
directing refund of $300.51, on account of unreasonable rate 
on five carloads of spelter, forwarded from Collinsville, Okla., 
to Canton, O. ($4) and Bridgeport, O. ($1), during the month 
of October, 1911. 

24908 Union Brick Co. vs. Missouri Pacific Ry. Co. etal. Order 
entered April 19, 1913, directing refund of $21.62, on account 
of unreasonable rate on one carload of brick, forwarded from 
lola, Kan., to Lancaster, Mo., July 5, 1911. 

2§451 Union Tanning C6. vs. Pennsylvania Co. et al. Order 
entered April 21, 1913, directing refund of $10.26, on account of 
an unreasonable rate applied on one carload of portland 
cement, shipped Feb. 13, 1912, from Wampum, Pa., to Lime- 
stone, N. Y. 

27114. Union Tanning Co. vs. B. & O. R. R. Co. et al.: Order 
entered May 29, 1913, authorizing refund of $47.11, account 
unreasonable rate applied on one carload epsom salts, from 
Baltimore, Md., to Marlinton. W. Va., May 7, 1912. 

16884. United States Leather Co. vs. C., R. I. & P. Ry. Co. et 
al.: Order entered May 29, 1913, authorizing refund of $93.96, 
account unreasonable rate applied on four carloads of green 
salted hides, from Kansas City, Mo., to Middlesboro, Ky., 
during July, 1909. 

23732. Universal Portland Cement Co. vs. P. R. R. Co. et al: 
Order entered June 3, 1913, directing refund of $28.50, account 
unreasonable rate on two carloads of building cement, Uni- 
versal, Pa., to Grafton. O. 

25937. Vacuum Oil Co. vs. Erie R. R. Co. et al.: Order entered 
May 24, 1913, directing refund of $2.02, account of unreason- 
able rate applied on one carload of petroleum oil, from Roch- 
ester, N. Y., to Victoria Park, Ont. 

25006 Verhalen, J. H., vs. St. L., I. M. & Sou. Ry. Co. et al. 
Order entered April 21, 1913, directing refund of $68, on ac- 
count of unreasonable rate applied on two carloads of peaches, 
vee ae Ark., to Chicago, Ill, during the month of 

uly, 1911. 

24240 Voss-Barber Mfg. Co. vs. St. L., I. M. & Sou. Ry. Co. 
et al. Order entered April 19, 1913, directing refund of $18.45, 
on account of unreasonable rate on 16 shipments of hardware, 
forwarded from Columbus, O., to Little Rock, Ark., during the 
period from Sept. 24, 1910, to June 26, 1911. 

25919. Vinita Producing & Refining Co. vs. St. L. & S. F. R. R. 
Co. et al.: Order entered May 29, 1913. authorizing refund of 
$64.28, account unreasonable rate applied on one carload of 
ue oil, from Vinita, Okla., to Spokane, Wash., Nov. 18, 

24144. Virginia-Carolina Chemical Co. vs. C., R. L & P. Ry. 
Co. et al.: Order entered May 27, 1913, directing refund of 
$9.60. account unreasonable rate applied on one carload of 
er forwarded from Memphis, Tenn., to Locust Bayou, 
Ark. 

24333 Warner-Leonard Coal Co. vs. Pennsylvania R. R. Co. 
Order entered April 19, 1913, directing payment of $3.00, on 
account of drayage charge incurred in erroneous routing of 
one carload of bituminous coal, forwarded from Kinder Mine, 
Pa., to South Akron, O., Sept. 11, 1911. 

26304. Wheeling Mold & Foundry Co. vs. Erie R. R. Co.: Or- 
der entered June 9, 1913, authorizing refund of $28.60, ac- 
count unreasonable rate applied on carload of castings (cast 
canal water gates), from Youngstown, O., to Jersey City, 
N. J.. July 17, 1912. ; 

22399 West*tm Chemical Mfr. Co. vs. A.. T. & S. F. Ry. Co. 
Order entered April 19, 1913, directing refund of $198.39, on 
——- of sae, aes rate “ ag shipments of sulphuric 
acid, forwarde rom enver, olo., to Indepe fan., 
Feb. 17 and 21, 1912. ee: ee 

24986-25001: Winborne-Brown Guano Co. ($13.20) and G. Ober 
& Sons Co. ($12.00) vs. Baltimore Steam Packet Co. et al: 
Order entered May 21, 1913, authorizing refund in the above 
amounts, account of unreasonable rate applied on two car- 
lente of. fertilizer shipped from Baltimore, Md., to Cremo, 
21033. Wirt-Clarke & Co., William, vs. B. & O. R. R. Co. et al.: 

Order entered May 31, 1913, directing refund of $12, on ac- 
count of:an unreasonable rate applied on one carload of 
building lime, -shipped July 29, 1911, from Engle, W. Va., to 
Calvert Station, Baltimore. Md. 

26542. Whitehead Brothers Co. vs. N. Y. C. & H. R. R. R. Co. 
et al.: Order entered June 9, 1913, authorizing refund of $6.08. 
account. unreasonable rate applied on one carload of molding 
sand from Stuyvesant, N. Y., to Lowell, Mass... Julv 23, 1912. 

25229. Wisconsin Sugar Co. vs. C.. M. & St. P. Rv. Co.: Order 
entered May 21, 1913, authorizing refund of $7.26, account 
drayage charge incurred through the erroneous routing of one 
carload of sugar from Menomonie, Wis., to Clarksville, Tenn. 
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TO INVESTIGATE BOND ISSUE 

THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 
Without a word of debate, the Senate, late Thursday 
afternoon, adopted a resolution offered by Senator Norris 
of Nebraska directing the Commission to investigate and 
report to the Senate on the proposed issue of $167,000, 
000 worth of 4 per cent bonds by the New York Central. 
Specifically, the Senate wants to know if that would 
not amount to an illegal and unwarranted increase of 
the capitalization of the roads that are to be consoli- 
dated, namely, the New York Central, the Lake Shore 
and the Michigan Central. The resolution is regarded 
as a congressional manifestation of irritation over the 

facts brought out in the New Haven investigation. 
There is a strong feeling in Washington that the 
effect of the New Haven investigation will be the passage 
of a bill giving the Commission veto power over the 
issuance of railroad stocks and bonds and supervisory 
power over the expenditure of money brought into the 
treasury through the issue of those evidences of capital. 

The Norris resolution is as follows: 

Resolved, That the Interstate Commerce Commission 
be instructed to investigate, if it has not the information 
now in hand, and report to the Senate all the facts and 


circumstances connected with the proposed issue by the 
New York Central & Hudson River Railway of 4 per 


cent mortgage bonds for $167,102,400, for the purpose of 
taking up outstanding 3% per cent bonds now existing 
against said railroad and the stock of the Lake Shore 
and Michigan Central railways. 

That the Commission be instructed to furnish the 
Senate with’ the date and amount of all said 3% per cent 
mortgage bonds, the reason for their issue, when they 
mature, whether the issuing of the said 4 per cent bonds 
for the said 3% per cent bonds will not be an unwar- 
ranted and illegal capitalization of said railroads, whether 
the proposed consolidation of said railroads involved in 
the said proposed issue of 4 per cent bonds would not 


be unwarranted and unlawful, and whether the increase 
of the rate of interest thus proposed by the issuing of 


said 4 per cent bonds is necessary, even though the 
consolidation of said railroads is unobjectionable. 


SUMMARY OF MONTHLY REPORTS 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The Commission on Saturday made public its sum- 
mary of monthly reports for April. The showing is good, 
as everybody who has been following railroad operations 
has known. It is not exceptional, however. The total 
operating revenues were $237,362,424, compared with 
$214,468,458 for the corresponding month in 1912. The 
total operating expense was $179,024,990. 

The net operating revenue per mile of road was 
$261.60, an increase of $6.04, but, of course, not so good 
as the operating income for April, 1911. The operating 
income amounted to $213.89 per mile, or $1.82 more than 
for April, 1912. The operating income for April, 1912, 
wes $39.96 less than for April, 1911. 

For the fiscal year period from July, 1912, to April, 
1913, the operating income per mile was $3,118.81, as 
compared with the same period of 1910 and 1911 of only 
$2,818, the increase over the corresponding period for 
the year being $300.46 per mile. 
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The operating revenue for the period July, 1910, to 
April, 1911, was $2,920.47, or $102.47 more than for the 
period July, 1911, to April, 1912. 


Bill of review filed by C. & O. in the West Virginia 
two-cent fare case has been dismissed by Judge Samuel 
D. Littlepage of the Circuit Court of Kanawha county 
upon motion of Attorney-General A. Lilly. Under a former 
order of the court the railway company is required to 
redeem all coupons issued for fares collected in excess 
of two cents per mile. Appeal is expected to be made 
to the Supreme Court. 

The Minneapolis & St. Louis, which was exempted 
from compliance with the Minnesota rate reductions by 
the Supreme Court decision, has announced its intention 
of meeting the rates of other lines to competitive points. 

North Carolina freight rates were the subject of a 
conference between representatives of railways and the 
State Corporation Commission at Raleigh, N. C. Shippers 
are urging concessions. 

The port of Philadelphia had its appropriation cut 
from $1,000,000, recommended by the Pennsylvania legis- 
lature, to $250,000 by Governor Tener. 


WELLS FARGO—ORGANIZED EFFICIENCY 


Efficiency, the new slogan of Wells Fargo & Co., is 
the subject of a very strong article in the July Wells 
Fargo Messenger. President Caldwell has appointed a 
general committee on efficiency, of which the members 
are A. Christeson, vice-president and general manager, 
western department; E. A. Stedman, vice-president and 
general manager, eastern department, and J. W. New- 
lean, comptroller, Chicago. Further, five of the ablest 
superintendents across the country have been detached 
from their duties to form a sub-committee on efficiency 
and will devote their entire time and attention to this 
important work. The superintendents are: S. W. Gib- 
son, formerly of the northern Illinois and southern Wis- 
consin division, who will act as its chairman; J. F. Baker, 
formerly of the southern California division; A. G. Eddy, 
formerly of the Iowa division; L. O. Head, of the Ar- 
kansas division, and J. G. Shannon, of the auditing de- 
partment. Mr. Shannon will be secretary of the new 
committee. 

The committee will undertake to eliminate unneces- 
sary labor, including lost motion, scrutinize expenses with 
a view to effecting reduction, devise new preventative 
measures against personal injury, improved methods of 
soliciting traffic, and will try to develop some new forms 
of express business. 

President Burns D. Caldwell, in a statement defining 
the platform for the work of the special committee, said: 

“Scientific efficiency, which is now so prominently 
before the public, may be interpreted, as applied to our 
business, as making the ablest use of the most complete 
knowledge. In other words, to know what is the right 
thing to do and to do it in the best way. 

“It means the accomplishment of more work and 
greater profit for the company and a rising scale of 
influence and compensation to the men in our service 
who bring things to pass. 


“Non-efficiency is exemplified in lost motion. All lost 
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motion igs a waste. With the individual its cost may 
appear insignificant, while in a great enterprise like ours 
it may represent, in the aggregate, the difference be- 
tween profit and loss. We have gotten into the habit of 
thinking that economic opportunity in elimination of lost 
motion is to come mostly through machinery or some 
great invention, losing sight of the possibilities of the 
individual.” 


RAILWAY MAIL PAY 


That the present plan of paying the railways for 
carrying the mails results in great injustice to the rail- 
roads is set forth in a statement issued July 29 by the 
railroads as part of their plan of appealing to the public 
for support. 

Railroads are now paid by two methods of measure- 
ment: 

1. According to the weight hauled each mile; and 

2. For each mile a postal car is used for sorting 
maiis en route. 

The railroads claim, however, that the nation does 
not pay for the entire weight carried or all the car space 
utilized for sorting. In detail: 

1. Weight. Ninety per cent of ali the money paid 
to the railroads is for the weight of mail carried. The 
law stipulates that the mail shall be weighed for a typical 
period at least once every four years and that payment 
shall be made during the entire period according to the 
average weights then actually ascertained. In practice 
the Postoffice Department has construed this law to mean 
that the mails shall be weighed not oftener than every 
four years. The result is that though there is a con- 
stantiy increasing weight of mail, the railroads receive 
no payment whatever for the increase until the next 
quadrennial weighing period, when a basis is arrived at 
which shall govern the payments to be made for the suc- 
ceeding four years. — 

An illustration of the injustice of this quadrennial 
weighing system is in the fact that just after the weighing 
of the mails in Ohio in 1907, the printing of stamped 
envelopes and newspaper wrappers was changed from 
New England to Dayton, O., so that many railroads have 
been required to handle this traffic for four years without 
compensation, while other roads have been receiving for 
the same period compensation for services not performed. 
This principle is at present working great hardship to 
many railroads. The parcels post started Jan. 1, 1913, 
and immediately there was a great increase of mail and 
a reduction of express matter for which the railroads 
had been previously paid. Congress has allowed a 5 
per cent increase in pay to compensate for the parcels 
post, but the records already indicate that the govern- 
ment’s postal revenues will increase this year from 20 
to 30 per cent on account of the parcels post. 

The government makes no additional payment for 
speed or for frequency of service. There is no greater 
pay accorded the railroads for carrying mails at a speed 
of 60 miles per hour than for 15 miles per hour. There 
is no greater pay for 100 trips a day than for one trip 
a day. The aggregate weight of mail carried, and there- 
fore the pay, is the same, whatever the speed or what- 
ever the frequency with which it is carried. 

The railroads maintain, therefore, that while weight 
is the proper measure of pay, it should be ascertained 
every year and paid for accordingly. 

2. Railway Postal Car service. 


To facilitate the 
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distribution of mail en route, the railways have provided 
1,388 traveling postal cars. The mileage made by full 
railway post offices cars of all sizes in the performance 
of service during the fiscal year 1912 was 126,798,405. 
Passenger cars on American railroads the same year 
yielded revenue of about 25 cents for each mile run. If 
the railway postal cars had yielded as much per mile, it 
would have amounted to a total of $31,699,601. 


WOOD BOX MEN TO MEET AT NIAGARA 


The activities of the committee on standardization of 
wooden boxes will be quite fully presented and discussed 
at the meeting of the National Association of Box Manu- 
facturers, which will be held at the International Hotel, 
Niagara Falls, August 27, 28, 29. C. F. Yegge, vice- 
president of the Chicago Mill and Lumber Co., Chicago, 
and other members of the standardization committee are 
expected to present several important points to the mem- 
bership for agreement and settlement. Other matters 
relating to efficiency in management of the box business 
will also come up for extended discussion, and, no doubt, 
the relations of the box business to questions of classifi- 
cation, transportation, etc., will receive attention. The 
association includes among its members some exceedingly 
capable executives and business men, and Col. Henry B. 
Maxwell, the manager, has been very active and suc- 
cessful in maintaining the organization spirit, so that 
this coming semi-annual convention will undoubtedly be 
a meeting of great importance. 


ADVANCES ON FOREST PRODUCTS 


The Cooperage Traffic Bureau, St. Louis, J. A. Mor- 
gan, traffic manager, has addressed to the Interstate Com- 
merce Commission a letter stating that a check of St. 
Louis Southwestern Railway Co. lumber tariff No. 6295, 
which cancels No. 6220, effective Aug. 22, 1913, I. C. C. 
No. 3259, cancels I. C. C. No. 3244, shows advances in 
practically every item in the tariff, from % cent to 4 
cents per 100 pounds on staves and other forest products. 

In the name of the National Coopers’ Association, 
the Tight Barrel Stave Association, the Slack Barrel 
Stave Association and the Cooperage Traffic Bureau, pe- 
tition to suspend said tariff is made. 

THE LAZY BOX CAR 

The following interesting contribution to the litera- 
ture in support of greater efficiency in freight car serv- 
fice comes from the sales department of the Universal 
Portland Cement Co.: 

Jim Bingham claims with pride that he 
Is busy as a man can be; 
He will not stand for loafing ‘round his lumber yard. 
The way he talks is a disgrace, 
But that is just because his face, 
Like all his property, must work both constantly and 
hard. 


At times, to me, he almost seems 
Inhuman, for he works his teams 
Like they were made of metal ’stead of common bone 
and flesh. 
And all his yardmen and his clerks 
Full seven days a week he works, . 
And then acts disappointed if they aren’t all keen 
and fresh. 
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One day when I dropped in on Jim, 
A clean-cut chap was selling him 
A nifty little order of a carload of cement, 
But Jim was forcing him to work, 
To get that order, like a Turk, 
And though they scrapped and argued, neither one of 
them unbent. 


I butted in and asked them why 
Their fool discussion ran so high. 
And Jim explained: “This feller is gettin’ fresh with 
me. 
I want a hundred-barrel car, 
And this young feller goes so far 
As tellin’ me I ought to buy a hundred seven three.” 


And then I called the salesman’s bluff. 
He said there were not cars enough 
To carry all the merchandise that people had to ship. 
And in that way he plainly showed 
Why decent citizens should load 
A car to full capacity each time she made a trip. 


“Well” then I said to Jim, “old man, 
This salesman has a little plan 
That ought to make an awful hit with anyone like you. 
It drives you wild when people shirk, 
So why not make these box cars work 
And carry every ounce of freight that they are 
able to?” 


And then Jim Bingham saw the light; 
“By gum,” said he, “for once you're right; 
I never thought of railroad cars in just that way 
before. 
And after this the car for me 
Will be a hundred seven three, 
I won’t let cars loaf on the job with my cement no 
more.” —Gordon Wilson. 


STOPS STORE-DOOR DELIVERY. 


The Pennsylvania Railroad will, on September 1, 
discontinue the practice of free delivery of freight in 
both Washington and Baltimore. These heretofore have 
been the only cities in the United States enjoying free 
delivery. 

The present arrangement was originally adopted in 
both cities as a temporary expedient. The practice in 
Baltimore was established in 1870 and free delivery 
was inaugurated for the prompt relief of the cars and 
warehouses of the railroad company. 

The company says: 

“Under the interstate commerce act it becomes 
necessary for the railroad companies to standardize 
their practices and seek uniformity of method through- 
out their operations. It is but proper therefore to 
eliminate the exceptions at Baltimore and Washington 
and put these two cities upon the same basis in the 
matter of freight delivery as other cities in the United 
States.” , 


GRANTS REHEARING. 


July 29. On request of the Louisville, Henderson & 
St. Louis Railway, a rehearing will be granted in No. 
4901, Rock Spring Distilling Co. et al. against the Illinois 
Central et al. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


RATES, NOT FORM, THE ESSENTIAL 





Editor THr TRAFFIC WORLD: 

The government has just recently been at consid- 
erable expense in dissolving the Union and Southern 
Pacific and last week started to dissolve the Pacific 
telephone trust, and I presume the Intermountain Tele- 
phone Co., and I also understand they are going after 
the American Telephone Co. in the East. 

I fail to see wherein the dissolutions are of any ben- 
efit to the people when the Interstate Commerce Com- 
mission has the say “as to what rates will be charged.” 
It seems to me that the attorney-general is doing the 
public an injury by so doing. I presume there are others 
besides myself who would like it if you would let the 
public know what benefit, if any, accrues to the public 
by the dissolution of the larger corporations. Possibly 
you can get some of the attorney-general’s assistants to 
inform the public. 


Creston, Ia., July 30, 1913. John Hall. 





DISTRIBUTION OF TARIFFS 


Editor THE TRAFFIC WORLD: 
Replying to H. A. C. Taylor’s letter in your issue for 
June 28, I think that any shipper who throws any rail- 


road tariffs in the waste basket should be eliminated 
from any future distribution. He knows from whence 
it comes, and it would be only common courtesy to 
return it. 


I am strenuously opposed to paying for tariffs I need, 
but I am not too close to return to sender any copies 
received that I do not require, even though they may 
come continually. 

Undoubtedly the present situation has arisen through 
carriers’ own lack of supervision of distribution, but I 
have many times written carriers calling attention ta 
these things and have always had prompt replies, and 
I think the case of the ex G. F. A. mentioned is an ex 
ception. 

I am of the opinion that carriers, although many of 
them are manifestly careless, are fully entitled to a little 
more than co-operation from us to prevent wasteful dis- 
tribution, and every shipper receiving tariffs should con- 
sider they are of value and return those received but 
not needed. 

There is no doubt that Mr. Taylor’s contention is 
correct, but there are two sides to it, and no shipper 
should be adverse to going to a little trouble and expense 
to return tariffs he does not want. Neither should car- 
riers expect to remedy evils of their own making by levy- 
ing a charge on tariffs. 

A little patience and thoughtfulness on both sides 
will save money for both, and I trust that all shippers 
reading this will at least let the office boy send back 
excess tariffs. 





“Wrenn einer fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 





As to waste in carriers’ distribution to own offices, 
it is to be regretted that they must necessarily employ 
men so thoughtless of the interests of their road, but 
all executives will appreciate the impossibility of em- 
ploying the “ideal” man. 

I would suggest that Mr. Taylor, seeing so much of 
this, could render a service to ali shippers by writing 
to the proper railroad official and calling attention thereto. 

I think, however, if there were fewer barrels furnished 
these agents, there would be less overcharges. 

However, Mr. Taylor’s reference to files of carriers’ 
agents, and our own personal observations, would indi- 
cate that the expense of printing extra tariffs and cost 
of distribution thereof is merely a minor issue used to 
cloak a desire to curtail the knowledge possessed by 
traffic managers. 

I have little doubt but that the carriers will find it 
ultimately more economical to let us find our own rates. 

One will recollect that the interstate commerce act 
provides a penalty for damage for misquotation of rates. 

July 15, 1913. BE. Sutcliffe. 






PAYING FOR TARIFFS 





Referring to the action of the Southwestern Tabhiff 
Committee, F. A. Leland, agent, as outlined in his re- 
cently filed tariff and supplement, W. V. Hardie, traffic 
manager and_ secretary, Oklahoma Traffic Association, 
sends us the following copy of a letter addressed by 
him to Mr. Leland under date July 21: 


“The undersigned is in receipt of your circular No, 
6 and supplement 1 thereto, indicating that after Octo- 
ber 1 a charge will be made for copies of tariffs issued 
by you as agent for the Southwestern Lines, according 
to the schedule set forth in circular. 


“The undersigned has always recognized the fact 
that the carriers have at times been imposed upon in 
the matter of furnishing unnecessary tariffs to shippers 
who make little or no use of same, and who do not 
notify the issuing .carrier to remove their name from 
mailing list for such issues when no longer required. 


“IT am inclined to think that traffic associations, such 
as that represented by the writer, have recognized this 
situation and haye used more care than the ordinary 
shippers in this regard. If it were possible under the 
Interstate Commerce Commission’s ruling to discriminate 
between the traffic bureaus and others, I believe that it 
would be to the interest of the carriers to furnish tariffs 
free to such bureaus, most of whom save the agents 
of the carriers considerable trouble and expense in the 
quotation of rates. 

“This does not appear legal under the ruling of the 
Interstate Commerce Commission. I am confident that 
the carriers have no desire to unduly impose on those 
who make good use of the tariffs, and that they are 
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willing to supply same without charge if it were pos- 
sible to eliminate unnecessary distribution. 

“Instead of adopting the course as outlined in your 
circular No. 6, of charging the entire cost of issuing 
tariffs to those to whom they are furnished, would not 
the same purpose be served by making a nominal charge 
of 25 cents per year per tariff? Such a charge would 
not be a hardship upon anyone, and yet would eliminate 
the unreasonable shipper, who merely asks for a tariff 
because he has heard it mentioned, and thinks that some 
time in the future he may use it. 

“On behalf of this association I wish to register a 
protest against the charge as outlined in your circular 
No. 6, and to request that action be taken by the South- 
western Lines, either canceling all charges or substi- 
tuting a nomina! charge, such as suggested in this letter. 

“W. V. Hardie, Traffic Manager” 


RAILWAY ACCIDENTS 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 

During the quarter ended Dec. 31, 1912, the casualties 
of all classes reported by steam railway companies were 
as follows: 

Class of Accidents. Killed. Injured. 
PD. s RG. s cance dare ws caus 250 4,334 
Other than train accidents (including 

accidents to employes while at work, 

to passengers getting on or off cars, L 

to trespassers and others)........... 2,611 18,729 
Industrial accidents (accidents not in- 

volved in train operation, but occur- 

ring to railway employes, other than 

trainmen, on railway premises)...... 106 28,260 





WE © até cotekobinss cktiere wean 2,967 51,323 
As compared with returns for the corresponding quar- 
ter of 1911, the above figures show, for train accidents, 
an increase of 8 in the number of persons killed and a 
decrease of 372 injured; for other than train accidents, 
an increase of 127 killed and 3,479 injured, and for in- 
dustrial accidents, an increase of 28 killed and 6,626 in- 
jured, making a total increase, al] classes, of 163 in the 
number killed and of 9,733 in the number injured. 

The total number of collisions and derailments on 
steam railways reported for the quarter was 3,944 (1,859 
collisions and 2,135 derailments), of which 229 collisions 
and 194 derailments affected passenger trains. The 
damage to cars, engines and roadway caused by these 
accidents, including the cost of clearing wrecks, amounted 
to $3,408,953. These figures, in general, show increases 
over those reported for the preceding quarter, as well as 
for the same quarter of the previous year. 

There was an increase of 527 in the number of train 
accidents. The number of collisions increased 433 and the 
number of derailments 215. 

Defective roadway and defective equipment together 
caused over 71.6 per cent of all the derailments reported. 
Of derailments due to defective roadway, nearly 23.8 per 
cent were caused by broken rails, and of the number 
due to defective equipment, over 26.5 per cent were 
caused by defective wheels. 

Bulletin No. 46 also contains certain statistics with 
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respect to accidents on electric railways, and the usual 
summary of the reports made to the Commission by its 
chief inspector of safety appliances covering accidents 
investigated during the quarter. 


PER DIEM RULES DO NOT APPLY TO PRIVATE CARS. 

Attention has been called to the fact that the per 
diem rules do not apply to private cars. Rule No. 16 
reads as follows: 

“These rules shall not apply to private cars.” 

Under the definitions in the code a private car is 
defined as a car having other than railroad ownership. 

This statement, which is supplied through the cour- 
tesy of George Hodges, assistant general agent of the 
American Railway Association, is offered in correction 
of an item, “Allowances to Owners of Tank Cars,’”’ which 
appeared on page 176 of THe TRAFFIC Wor.LD for July 
19, in which it was inadvertently stated that the per diem 
rule applied to private cars as well as to others. 

D. F. HURD WINS TRAFFIC GOLF CHAMPIONSHIP. 

At the tourney of the National Freight Traffic Golf 
Association at Detroit, July 24, D. F. Hurd of Cleveland 
won the championship, the Donnelly Memorial medal and 
the trophy donated by the railroad men of Detroit. The 
tourney was held on the Detroit Golf Club links. Mr. 
Hurd, who is traffic commissioner of the Cleveland Cham- 
ber of Commerce, was opposed in the finals of the three 
day meet by C. H. Kingsbury of Chicago. Others who 
scored prominently in the meet were C. M. Booth, Detroit; 
H. H. Emboy, Kansas City; N. Duke, C. N. Walters, 
Chicago; B. C. Tucker, Cleveland; H. E. Maynard, New 
York; F. S. Baker, Cleveland; A. B. Arnold, Cincinnati; 
W. B. Grossclose, Chicago; B. E. Bushnell, Chicago; W. S. 
Cowie, New York. 

CHICAGO TRAFFIC MEN’S OUTING. 

The Traffic Club of Chicago held its midsummer 
outing at Delwood Park, Joliet, on July 21. 

The transportation was via a special train supplied 
by the courtesy of the Rock Island lines. There were 
contests for ladies and gentlemen, and a baseball game 
between the St. Louis Traffic Club team and the Traffic 
Club of Chicago team. 


IMMEDIATE PROTECTION FROM FLOODS. 

Under this title the Chicago Mill & Lumber Co. of 
Chicago has issued a booklet of 24 pages, giving a 
resume of what men who know about this question 
have to say. 

The company’s intention of following up the sub- 
ject is indicated by the card enclosed with the booklet 
asking that an expression of views in regard to the 
subject would be appreciated and suggesting that such 
expression be sent to Wm. Wilms, vice-president and 
treasurer of the company. 


PROPOSED TRANSIT RULES. 


The dealers in mixed feed who ship from the Chicago 
district and from Peoria are hoping that the proposed 
new rules governing transit which were recently sub- 
mitted to the various general freight agents may meet 
with their approval and that of the Interstate Commerce 
Commission. 

These rules propose to substitute the unit system for 
the pound for pound system as at present. 
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'G. V. ELECTRIC TRUCKS 


These four 2-ton G. V. Electric Trucks are engaged in delivering furniture over the hills of 
Kansas City, Mo. 

Two were bought in 1910, and one each in 1912 and 1913. The routes covered are ‘‘heart- 
breakers’’ for horses, especially in the hot weather, and when the streets are covered with snow 
and ice. 


The big piano firms and the carpet and rug stores like W. & J. Sloane use G. V. Electrics, 
and so do the big storage warehouse firms. The Lincoln Safe Deposit Co., one of the leaders, 
> and uses G. V. Electries exclusively. They have bought one or more each 
year since 1909, using five great padded vans in addition to smaller trucks. 

When are you going to adopt the G. V. method of making more money? 

Catalogue 104 on request. 


is ‘‘horseless, 


General Vehicle Company Inc. 


General Office and Factory 
Long Island City, N. Y. 


Philadelphia 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


in this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau, 


Colorado Bullding, Washington, D. C. 
Return on Shipments Refused by Consignee. 


Chicago.—““We made a shipment to a concern in San 
Antonio, Tex., which arrived at destination in good con- 
dition and was delivered to the authorized drayman for 
the consignee, who also paid the freight charges. How- 
ever, when delivered to his place of business, the con- 
signee refused to accept them and the drayman then 
returned these goods to the railroad company, who re- 
funded his money and returned goods to us, assessing 
charges both ways. Had we been notified of the con- 
signee’s refusal to accept these goods it would have 
given us an opportunity to communicate with certain 
people, which undoubtedly would have resulted in our 
disposing of them at destination. As this case stands, 
the goods are now in our house and we are compelled 
to pay charges both ways. Is the transportation com- 
pany liable for freight charges both ways, and, if not 
for the full amount, what, in your opinion, should be 
the extent of our claim?” 

A carrier’s contract for transportation and delivery 
of goods is completed upon their safe arrival at des- 
tination, and when a consignee refuses to accept the 
same carrier May recover the freight charges from the 
consignor without giving him notice of the consignee’s 
refusal to accept. For the purpose of relieving the car- 
rier of responsibility as warehouseman, and avoiding 
storage charges, many tariffs of the carriers now pro- 
vide that shipments when refused at destination by con- 
signee may be returned via same route as originally 
forwarded to the shipper, either at the regular tariff 
rate or at a reduction of 50 per cent of said rate. In 
instances consignor is liable for freight in both 
directions. The Commission held, in 19 I. C. C., 409, that 
a reduced rate for the return of goods refused by con- 
signee at destination was justified. In such cases the 
movement was practically a continuation of the 
movement, and may for that reason be afforded 
standard rates. 

* * * 


such 


return 
going 
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Private Cars on Private Tracks Subject to Demurrage. 
Illinois.—“We desire to secure your opinion as to the 
right of carriers to assess demurrage charges on private 
line cars located on privately owned tracks as of Aug. 
Although the track on which said cars were 
was not actually owned by the consignee, per- 
to use said track was obtained from the owner 


” 


20, 1909. 
located 
mission 
by consignee. 

The Commission decided as early as April, 1908, 
that no demurrage should be charged on private cars 
standing on tracks not owned by the carriers, since the 
earriers were here performing no _ service. This re- 
mained substantially the rule of the Commission until 
its adoption, December, 1909, of the Uniform Demurrage 
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Code, which code, in view of the exhaustive investiga. 
tion upon which it is based, is to be understood as con- 
trolling in cases where any conference ruling previously 
made conflicts with any of its provisions. Rule 1 (c) of 
this code provides that “Empty private cars stored on 
carriers’ or private tracks, provided such cars have not 
been placed or tendered for loading on the order of 
the shipper” shall be subject to demurrage. And a note 
to this section further provides that “Private cars while 
in railroad service, whether on carriers or private tracks, 
are subject to these demurrage rules to the same extent 
as cars of railroad Ownership.” The committee on car 
service and demurrage on making its report on this note, 
contended that when a private car is employed by carrier, 
in lieu of its own equipment, as an instrumentality of 
transportation, it is thenceforth not a private car, but 
a railroad car; and that it does not regain its status 
as a private car until, after the transportation is con- 
cluded, it leaves the carrier’s service. 

From the foregoing it will appear as if the carrier 
had the right to assess demurrage on the cars in question, 
if the same were in railroad service. 

ok * * 
Consignee Acting as Agent Not Liable for Freight. 

Indiana.—“The question arises as to who is legally 
responsible for deficit charges on perishable freight when 
shipments are refused at destination and sold for less 
than freight charges. Of course, the interstate law is 
explicit that freight charges must be collected and every 
source exhausted to make the collection, but does not 
state specifically as to who shall pay the charges. This 
of course is left to court decisions. Can you advise us 
of any specific cases which would be the future guidance 
to us? We do a large reconsigning business and act 
as agents for a great many of our eustomers; in some 
instances we are shown as the shipper in the bills of 
lading, but, regardless of this, we are not sole owners, 
and our interpretation is that the owner of the goods 
is the one that is legally responsible.” 

The Commission declines to determine in any case 
which party, consignor or consignee, is legally liable 
for the freight on the ground that this is a question 
for the determination of the courts. The courts gen- 
erally hold that the consignee is prima facie liable for 
the freight, because he is presumptively the owner of 
the goods, and if he accepts them the law implies a 
promise on his part to pay it. But this presumption may 
be rebutted and a different relation may be shown to 
exist; and if he be the mere agent of the shipper, or 
of another person, and this fact is known to the carrier, 
or is shown by the bill of lading, no contract will be 
implied on the part of the consignee to pay the freight, 
although he does not inform the carrier that he receives 
the goods as agent. Boston, ete., R. R. vs. Whitcher, 
1 Allen, 497; Ward vs. Felton, 1 East. 507. Nor does 
a mere intermediate consignee to whose care the goods 
are consigned for further transportation to the ultimate 
consignee for whom they are intended, the facts being 
known to the carrier or shown by the bill of lading or 
receipt, become liable by receiving the goods as a mere 
forwarder. Dart vs. Ensign, 47 N. Y., 619. But in order 
that the foregoing rule may be available to such con- 
signee it must appear that the fact of such agency was 
in some manner disclosed to the carrier. 


The Boston & Maine Railroad, according to reports 
from New England, is preparing schedules of freight rate 
advances for submission to the Commission. 
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UNITED STATES«"” DOMINION TRANSPORTATION C0. 
DOMINION TRANSPORTATION CO., LTD. 


FREIGHT and PASSENGER LINES 


LAKE SUPERIOR GEORGIAN BAY 


Connections with all rail and boat lines at 


DULUTH PORT ARTHUR ASHLAND OWEN SOUND 
FT. WILLIAM BAYFIELD SAULT STE.MARIE ~° MICHIPICOTEN 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. P. HOGSTAD, Division Supt. L. D. ROSENHEIMER, Traffic Manager Cc. E, AINSWORTH, Manager 
DULUTH, MINN. CHICAGO, ILL, SAULT STE. MARIE, MICH. 


Type A—$3.50 Fffi e ewe 
iciency In Filing 
How many waste motions are Type B—$3.50 
made in fastening papers together? 
What is the loss in time, and 
what is the actual cost and waste 
per month at a single desk, when 
ordinar y clips are used ? 
We have experimented, and know the 
Insert Papers—Slap costs are so large that they prove that the 
Knob—They Fasten savings from introduction of a device that 


will fasten the paper with one motion and no additional cost for ma- 
terial, will more than pay for the fastener in a few weeks. 


Try one yourselt—stop fussing with messy clips or pins, that clutter up the desk and are always getting out of 
stock. Get this handy, well-built machine, and use one direct motion instead of three or four. Save time and temper. 


Order one now, and get the benefit yourself, and you can see how much of your clerks’ time you 
can save by equipping your office. 


Specify Type A or B, as Shown Above 


BOONE SUPPLY CO. Not Inc.) 
4440 Evans Avenue Chicago, enaae 


€aSEE THE PRINCIPLE om 


One Move 
Cuts a hinged tongue from the paper itself, 
Bends it back and inserts it in slot, 
Where it locks securely. 








HAVE YOU LOOKED THROUGH 


“THE BOOK SHELF” 


RECENTLY ? 


The Elegant Stee! Steamships 
“Manitou” —“‘Missouri”— “Illinois” Pianists” 


offer unrivaled service between Chicago and Macki- 
nac Island and other famous Summer Kesorts of 
Northern Michigan, connecting with all lines for Lake 
a rior and Eastern Points. The most attractive 
direct route to 

Pentwate r Leland Wo-que-ton-cins 
Ludington Northport Roaring Brook 
Manistee Traverse City Harbor Springs 
Onekama Charlevoix St. Ignace : = 
Frankfort Petoskey Mackinac Island 
Glen Haven Bay View Cheboygan Sault Ste, Marie 

These elegant steamships are among the finest and best equipped on the Great Lakes. 
So large and steady as to assure comfortable passage to those averse to lake trips. 
They offer the traveler every modern convenience that adds to the delights of an 
outing on the water. For illustrated foider and book of tours address 


J. C. CONLEY, G. P. A. periennaee ao cere armesscasneren: toe neo 


New books are being regu- 
larly added as they are pub- 
lished, and the very one you 
need most may be listed for the 
first time in any issue. 
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ON THE FIRING LINE PERSONAL 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the L. D. Rosenheimer, who recently passed his exam 


Commission and the Public in Mat- inations and secured admission to the bar as a result 
ters Relating to Traffic F of studies conducted outside of office hours during the 


past four years, will specialize in interstate commerce 
LEWIS A. CLARK. law, carrying on and extending work of the type which 

Lewis A. Clark, traffic manager, Ball Bros. Glass he is called upon to handle as traffic manager of Booth 
Manufacturing Co., Muncie, Ind., was educated for the Fisheries Co. This statement is made here in order 
law. He practiced three years in District and Superior that no possible misconception may arise from the some 
courts and was appointed deputy prosecuting attorney. what erroneous statement in the article last week that 
it was his intention to “specialize in Interstate Com 
merce Commission work.” 































L. J. Spence, director of traffic of the Southern Pacific, 
is quoted in the Wall Street Journal of July 25, upon his 
return from a western trip, as stating that this year 
Louisiana and Texas will have something approaching a 
normal sugar crop, 4n increased rice crop and a crop 
of cotton equal to the large production of last year. It 
will be recalled that last year the sugar crop was dam- 
aged by overflow. 



















C. W. Woods has been appointed acting industrial 
agent, Vandalia Railroad Co., with office in Syndicate 
Building, St. Louis, Mo. He will give special attention 
to promoting industrial development along the lines of 
the company. 













Howard C. Montague has been appointed commercial 
agent, Georgia Southern & Florida Railway, Chatjanooga, 
Tenn., effective July 21, vice James F. Slowey, resigned. 
Mr. Montague will report to John M. Cutler, general 
freight agent at Macon, Ga. 













Haroid L. Peters has been appointed soliciting freight 
agent, Georgia Southern & Florida, Tampa, Fla., effective 
August 1, vice Howard C. Montague, promoted. Mr. 
Peters will report to Johin W. White, commercial agent, 
Tampa, Fla. 









John A. Morgan has been appointed general agent 
for the Scott City Northern Railroad Co., Scott City, Kan., 
with headquarters at 703 Houser Building, St. Louis, Mo. 







D. L. Middleton has been appointed co.nmercial agent, 
Lehigh Valiey Railroad Co., with headquurters at office 


LEWIS A. CLARK. of general eastern freight agent, 299 Broadway, New York. 
Traffic Manager Ball Bros. Glass Manufacturing Co. 













J. T. Marchand, attorney for the Interstate Commerce 
By reason of ill health -Mr. Clark was forced to give Commission, who is taking a vacation abroad, still seems 
up the profession and went West, where he spent two to be unable to forget his friends in America, of whom 













years in frontier life, roughing it. there are indeed many. A postal card from Paris says: 
In 1880 he entered railway service as telegraph op- “Fine city this—but if you can show me anything in 
: erator at Cottonwood, now Strong City, Kan. The next Paris outside of art that we haven’t in the little old ; 
. twenty years he served as freight and ticket agent consec- U S., Ill swallow it.” 
utively on the Santa Fe, Burlington and Monon railroads. W. T. Peacock has been appointed general agent of 
He resigned the agency at Crawfordsville, Ind., in 1900 the Cleveland, Cincinnati, Chicago & St. Louis Railway, 
to accept his present position. with headquarters at Indianapolis, Ind., succeeding C. H i 
Mr. Clark was author of “Clark’s Railway Digest,” Jackson, resigned. 
a volume published in the interest of the station service. D. O. Moore has resigned the position of general man 






The third edition reached 60,000; and was made an official ager of the National Traffic College, Chicago. 
document, and furnished station employes by several of 
the large railway systems. At the organization last Feb- 
ruary in Chicago of the National Association of Users 
of Fiber Board Containers, Mr. Clark was made president. 







F.. Wilbur Meixsell, traffic manager Palmer Lime & 
Cement Co., 11 Cliff street, New York City, will handle 
all traffic matters for the Tobey Lime Co., West Stock- 

tne bridge, Mass., and Yorktown Heights, N. Y.; Hugh Mc- 

Merchants of Baltimore and Washington are said to Donald Co., New York; Monument Plaster Co., Harrison, 
have under way a fight for the retention of free delivery N. J.: Lowell M. Palmer, York, Pa., and Yorktown 
privileges recently closed by the Pennsylvania Railroad, Heights, N. Y. In eastern territory for Ohio & Western 
to be followed by the B. & O. Lime Co., Geneo, O.; Charles Warner Co., Wilmington, 
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Don’t take the ‘‘sayso’’ of the fibre box man who quotes you the lowest price. 


It is a long step from well-made wooden boxes to 


FIBRE and CORRUGATED SHIPPING CASES. 


See that you procure the best when you are in the market. 


[It is not economy to buy an article because it is cheap—you always get what you 


pay for. 


Satisfy yourself that the cases will carry as well as good wooden boxes. 


You 


may save in the initial cost in getting a cheap article, but in the end you may find that 
your packing costs are higher on account of waste—cases that cannot be used—and 
claims on damaged goods on account of faulty construction of the containers. 


Get our prices on guaranteed Fibre Cases that will positively carry your goods. 


HUMMEL & DOWNING COMPANY 


MILWAUKEE, WISCONSIN 


QUICK, SAFE, 


JUS T OUT 
A NEW BINDER—Holds from 1 to 13 Copies of The Traffic World 


HOLDS THEM SECURELY. 
DOESN’T MUTILATE THEM. 


CONVENIENT 


KEEPS THEM CLEAN 
PERMITS OPENING FLAT 


PREVENTS COPIES GETTING LOST 


Copies Put in or Taken Out in 10 Seconds. 


Single Binder, $1.25, Holds Three Months 


Special Design Made Exclusively for Us. 
Two Binders, $2.25, Holds Six Months 


Four Binders, $4.00, Holds One Year 
WE PAY DELIVERY CHARCES 
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Del., and Philadelphia, plants at Devault, Pa., Cedar 
Hollow, Pa., Berkeley and Martinsburg, W. Va.; Thomas- 
ville Stone & Lime Co., Pittsburgh, plant at Thomasville, 
Pa.; Farnam Cheshire Lime Co., Farnam, Mass.; Cheshire 
Lime Manufacturing Co., Cheshire, Mass.; Connecticut 
Lime Co., Lee, Mass., and Canaan, Conn. 

William J. Faherty, contracting freight agent, Chi- 
cago, Ill., has been promoted to contracting freight agent, 
the Wabash Railroad, New York City, succeeding F. D. 
Royce, promoted to commercial agent, Philadelphia. Mr. 
Faherty will report to L. C. Bostwick, general agent, 
freight department, 387 Broadway, New Ycrk. 

E. A. Niswonger has been appointed commercial agent 
of the Cleveland, Cincinnati, Chicago & St. Louis Railway, 


418 So. Market St., Chicago 


with headquarters at Terre Haute, Ind., succeeding W. W. 
Baum, transferred. 


OBITUARY. 

Allan V. Cockrell, son of former Commissioner Cock- 
rell, died at Bluemont, Va., early Monday morning, July 
28. Ureamic poisoning was the immediate cause of 
death. He had been an examiner for the Commission for 
a good many ‘years, having been appointed as such some 
time before his father retired from the Commission. He 
was about thirty-four years old and leaves a widow and 
two children. Interment will take place in St. Louis, 
the family having come from Missouri when the elder 
Cockrell was elected to the Senate, about thirty years ago. 
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AUTOMATIC SCALE IN K. C. UNION 


New Union Terminal Equipped by Spencer Otis 
Company with 58 Kron Baggage and 
Express Scales 


All weighing of baggage and express matter entering 
the Kansas City union station will be done over automatic 
seales of the dial type. The terminal and express com 
panies using this station have standardized on the Kron 
seale, and contracted for the equipment with Spencer 
Otis Co., Railway Exchange, Chicago, western agents for 
the American Kron Scale Co. The illustration shows the 
general view of the station, which is the most recently 
built freight terminal in the country; also shows plan 
of tracks and head house, express facilities, etc. The 
baggage room is located underneath the back space, and 
is not shown in the plant. The automatic scales were 
bought by the Adams, Wells-Fargo, American and U. S. 
Express companies, making a total of 58 Kron scales 
to be located on this single terminal property. 


The purchase of Kron scales by the Terminal was 


based on experience during two years with an installa- 
tion in the old depot, weighing baggage under the super- 
vision of D. C. Gallahan, general baggage agent, Kansas 
City Terminal Railway. The Kansas City Terminal Rail- 
way has also bought three Kron scales for the McGee 
street freight house. Express companies are using them 
in localities where executive officers have had ample 
opportunity to. observe results. In these days of quick 
loading and unloading, required by traffic congestion, 
motor trucks, and public demands for the best possible 
service, the automatic dial scale serves as an important 
means of eliminating lost motion and unnecessary delay. 

The primary consideration which Spencer Otis Co. 
sets forth in favor of this scale are speed, accuracy, effi- 
ciency and endurance. As stated in the newest circular 


Layout of Tracks, 


Headhouse and Express Service Stations, 


Vol. XII, No. 5 


issued by the company, “The Kron scale saves time. 
In place of the work of uncertain hands, it substitutes 
the instantaneous action of an accurate machine, which 
performs automatically the whole weighing operation, de- 
ducting tare, too, if required. There are no springs nor 
loose weights, nor sliding balances, no lost moments or 
false motions to be paid for. You just load the scale 
and look at the dial. The Kron attachments can be 
connected to beam scales of from 2,000 pounds to 10,000 
pounds capacity, provided the platform mechanism of 
such scales is in serviceable condition. This enables a 


company to increase the efficiency of its present scales 
without sacrifice of usable equipment.” 

The circular covering this matter shows a list of 
many leading railroads using American Kron scales. 


PREVENTION OF EGG BREAKAGE 


Claims for damaged shipments of butter, eggs, cheese 
and dressed poultry originating on the New York Central 
Lines, have been almost completely eliminated by the 
use of an invention of George B. Horr, assistant general 
western agent, 416 La Salle Station, Chicago. This in- 
vention consists simply in the design of a suitable rack 
and method of using it for bracing the shipments. The 
illustration shows how the rack is built, the spaces 
being laid out with relation to the width of the slats 
so that a slat will slip easily into a space, this applying 
either to the long or shorter cross slats. By varying 
the amount of overlap, two or more racks can be put 
together to brace any distance required. 

The whole matter of the application of these braces 
to stowing as carried on by agents of the Merchants 
Dispatch Dairy Line in their refrigerator cars is fully 
covered in a copyrighted circular of 16 pages, with numer- 
ous illustrations, which Mr. Horr has issued for the in- 
formation of agents and shippers, and copies of which 
can no doubt be obtained from him by interested persons. 
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New Kansas City Union Terminal. 
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THE KRON SCALE 
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The Automatic Springless Dial Scale, as shown in the picture, in use on 

the Wabash Railroad, has been adopted by leading Express and Railroad 

Companies and many Industrial Concerns, because they have found 
it Cuts the Cost and Increases Efficiency in their Weighing. 


With The Kron Scale in operation all unnecessary work is eliminated 
and that means—a saving of money. It is simply a question of 
how fast your men can handle the goods. 


Only One Operation, “Load and Look” 


Tare-beam for automatic deduction of Tare-weight. 


The moment the load is placed on the platform the 
exact total weight is shown on the dial, and there is 
no necessity to make any readjustment for the ship- 
ment to follow. You can accurately weigh a 100-lb. 
box or a 2,500-lb. shipment one right after the other 
as rapidly as you can load and unload the scale. 

Made in various types and capacities, either dormant 
or portable, and can be supplied with or without 


We can also furnish 

THE KRON ATTACHMENT 
to. connect to beam scales of from 2,000 Ibs. to 
10,000 lbs. capacity, providing the platform mechan- 
ism of such scales is in serviceable shape. This 
enables you to increase the efficiency of your present 
scales without sacrifice of usable equipment. 


Complete Information, Specifications and Prices sent on request 


AMERICAN KRON SCALE CO., 


39 CORTLANDT ST. 
NEW YORK CITY 


Western Representative---SPENCER OTIS CO., Railway Exchange Bldg., Chicago, Ill. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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The method and its results were described in a gen- 
eral way by Mr. Horr in a paper presented at a conven- 
tion of southern shippers. He said the rack was de- 
signed as a result of the careful investigation of methods 
of loading carried on with a view to finding out the 
cause of numerous claims for damage which were com 
ing in. 

Previously, egg racks had been only used by placing 
them on the floor of the car to protect eggs from the 
water which leaked from the barrels of iced poultry 
loaded in the same car. It occurred to Mr. Horr that 
these might be used for bracing purposes, and he worked 
out the plans described in his circular. Although reports 
which he receives covering car show that shipments 
originating on the New York Central lines almost uni- 
formly arrive at destination in good shape, there are still 
many bad-condition reports on cars loaded west of Chi- 
cago and on roads not using racks for brazing. 

It is pointed out to shippers that when their eggs 
reach the market in good condition, it means better 
prices, the continued good-will of customers, and does 
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sufficiently wide to load eight cases. The customary way 
of loading straight cars of eggs is to start the load 
from each end of the car and work toward the center, and 
when this plan is used it will generally leave a space ot 
from 5 to 12 inches in center of car. Unless this spac: 
is in some way filled or the cases of eggs braced, thy 
movement of the car will cause the cases to slide, strik 
ing one another and resulting in damage. 

“Then, again, the usual carload shipment consists of 
either 200 or 400 eases, and there are no refrigerator 
cars now in use which will load either 400 or 200 cases 
in even tiers. There are always some cases left over 
which must necessarily be loaded on top of the tiers first 
placed in car,-and these cases, unless braced, will slide 
around and be damaged in transit. So far as we have 
been able to discover, no damage occurs from a lateral! 
movement. Our experience shows that damage is always 
the result of end to end motion. 

“What I want to show you now is the advantage in 
using these egg racks to fill the space in center of car 
previously referred to and also to brace the eggs loaded 





4 BXETCH. ES 
METHOD OF BRACING 200 CASES OF EGGs InA CAR HOLDING 13 CASES LENGTUWIS 


j One of the Methods of Bracing Shipments to Prevent Shifting in Car Resulting in Breakage. 


away with troublesome and vexatious accounts for dam- 
ages against the carrier, and the carriers also desire 
to have shipments reach their destination in good order, 
as it means better satisfaction on the part of shipper, 
more business, hence they will co-operate with and assist 
a shipper in every way possible to attain safe trans- 
portation. 

The construction and application 
described in this paper as follows: 

Details of Construction and Use. 

“The construction of the rack is simple. They are 
made of four strips of wood, each 7 feet 6 inches long, 
4% inches wide and 1 inch thick, laid parallel with 4%- 
inch spaces between them and held together by four 
cleats equally spaced on the back. This construction 
makes a rack the length of which is a little less than 
the width of an ordinary refrigerator car and about 30 
inches wide. 

“The loading space between ice bunkers and refrig- 
erator cars varies. M. D. T. Co. refrigerator cars will 
load 12, 13, 14 and 15 cases of eggs placed lengthwise 
on floor of car. Generally speaking, refrigerator cars are 


of the rack are 


on top of even tiers. To do so we will use the end of 
a table to represent the floor of car. A car whose dimen- 
sions permit loading 12 cases of eggs placed lengthwise 
and 8 cases wide, will load 96 cases on car floor, or 192 
cases in two tiers. If the shipment consists of 200 
cases, there will be 8 cases left over to be placed on 
top of the two tiers and 16 cases left over in a 400-case 
shipment to be placed on top of the fourth tier. 

“Beginning at both ends of car and working toward 
the center, egg racks should be placed in a vertical posi 
tion in the space which is left in the center of car, using 
a sufficient number of racks to completely fill the spa: 
If you have only a 2-inch space one rack will answe! 
3-inch space two racks, 4-inch space two racks. The 
spring in these boards will prevent damage from any 
ordinary movement. When racks are placed in this ver- 
tical position, one rack is wide enough to hold the third 
tier of eggs. If car is loaded with four tiers or more, two 
racks should be used, interlocked one within the other, so 
as to get sufficient height to hold the upper tiers. 

“The 8 or 16 cases of eggs left over (as case may be) 
should be braced by placing a rack flat on top of the 
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econd or fourth tier, close up to those racks placed in 
, vertical position and adding such additional racks by 
interlocking one within the other as to completely fill 
he space. If there is still less than four inches of 
space, it can be filled by placing racks in a vertical posi- 
ion between the ice bunkers and the cases of eggs. 

“A car whose dimensions permit loading 14 cases of 
eggs placed lengthwise and 8 cases wide will load 112 
cases on car floor, or 224 cases in two tiers. If the ship- 
ment consists of but 200 cases, the best method is to 
load 112 cases in one end of car—that is, seven rows, 
eight cases wide and two tiers high. In the other end 
of car load 56 cases, or seven rows, eight cases wide and 
me tier high, placing racks in space left in center of 
car in a vertical position and using a sufficient number 
to fill the space. You have now loaded 168 cases, 
leaving 32 cases of the shipment yet to be loaded. These 
32 cases should be loaded in that end of car where there 


POSITIONS WANTED OR OPEN 


Wanted—Position as AUDITOR. Fifteen years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 


Appointment as ASSISTANT GENERAL MANAGER 
or GENERAL TRAFFIC MANAGER for some “Sick” rail- 
road system by man of 42—not theoretically experienced, 
but through the “mill” from trucker to general traffic 
manager under best traffic and operating men. Will for- 
feit $20,000 if can’t make good. Address M.L.B.-6, Traf- 
fic World, Chicago. 


Young man 30 years old would like position as 
ASSISTANT TRAFFIC MANAGER, with chance for ad- 
vancement. Ten years’ experience. Can furnish best 
of references. Address Traffic World, H-O1. 


Industrial Traffic Manager—You want efficiency in 
your traffic department. Live wire TRAFFIC MAN open 
for engagement. Would be willing to handle six 
to twelve accounts, with office in Chicago, for concerns 
located in Chicago district and vicinity.. Expense can 
be prorated or will accept definite figure for each ac- 
count taken. Address Traffic World, D 141. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


Commerce Litigation 
a Speciality 


interstate 
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One Revolvator or 


Two Men 


A carpet manufacturer (name 
on application) recently wrote us: 
“We find the Revolvator saves the 
labor of two men.’ That is, the 
Revolvator probably saves them 
over $1,000 per year, and as the 
cost is but one-fifth of this amount, 
it is evident that Revolvators pay 
a very handsome profit. For stor- 
ing bales, barrels, cases, etc., in 
warehouses and storerooms, the 
Revolvator is in a class by itself. 

Write today for our Catalog 
T. W. 18 ‘‘Scientific Tiering’’ and 
find out why it is a time-saver. 


N. Y. Revolving Portable 
Elevator Co. 
364 Garfield Ave. 2A Jersey City, N. J. 


TANT A STA LE ATT 


=< SPECIAL SERVICE 

Do you require an address? Looking for someone? 
Do you require a special confidential commission exe- 
cuted? Negotiations, Investigations, Settlements, Adjust- 
ments, Purchase of goods or porgnes. Information, pays 
Taxes, Customs or Internal Revenue bills, redeems 
Pawned Articles, secures Steamer or Pullman _ berths, 
Theater tickets, performing with experience and discre- 
tion any legitimate service. 


FOREIGN EXPRESS 

Consular documents prepared, Drafts collected or 
negotiated, Passports, International licenses and trip- 
tyque for Automobilists, Fast service New York to 
France and Colonies, Belgium, Switzerland, Spain, Portu- 
gal, Greece, Turkey, Russia, Servia, Porto Rico, West 
Indies, Philippine Islands, etc. 


STORAGE WAREHOUSE 


Greater New York, Jersey City and vicinity, advancer 
procured, storage arranged any point on globe, transfers 
made, carloads distributed and consolidated, Moving, 
Shipping, Forwarding, Household Goods, Pianos, Works 
of Art, any place, Marine Insurance, Freight Contrac- 
tors, Lighterage. 


HUGUENOT EXPRESS, 524 W. 36th St., New York City 


Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers in 
this country are Constantly in the market for 


Tank Cars 
Boilers 
Steam and 
Gas Engines 


Hose Couplings 
Chemicals 


Belting 


You can reach this big and growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 





282 THE TRAFFIC WORLD 


is only one tier and should be placed on top—four rows, 
eight cases wide. This will leave a space on this second 
tier of about 6% feet between the end of the fourth row 
and center of car. Two racks lying flat with a third 
rack placed with cleats up and interlocked with the 
others will completely fill the space and prevent shifting. 
In the event that shipment consisted of 400 cases for a 
car whose dimensions permit loading 14 cases placed 
lengthwise, you would load three tiers, 14 cases long 
and eight cases wide, thus caring for 336 cases, leaving 
64 cases of the shipment, equal to eight rows of eight 
cases each, to be placed four rows in each end of car 
and space between to be filled with racks, as previously 
explained. 

“IT might follow this up further and outline how cars 
can be loaded whose dimensions will permit loading 13 
and 15 cases placed lengthwise, but probably the exam- 
ples given have explained in a manner sufficiently clear 
to you as to make further detailed explanation unneces- 
sary. 

“The one important factor in loading eggs is to first 
ascertain how many cases can be loaded on floor of car. 
With this it is easily determined how to load the second 
and third tiers, avoid walking over the cases and at 
the same time so load as to brace them properly. 

“There are 40 different ways in which these racks 
can be used to secure the required space to brace cases 
of eggs. This is one of the principal advantages of 
their use.” 

The loading and bracing of butter is shown in the 
circular of instructions. This method of bracing every 
third or fourth row of tubs has prevented bulging and 
caused less damages. 

The bracing of mixed cars of butter, eggs and poultry 
is also described. 

As to pick-up cars, the stair-stepping plan is used in 
loading eggs in cars. Take a car moving from station 
to station and where there are some eggs loaded per- 
haps two or three feet out from the bulkhead, car moves 
to the next station without any additional loading. The 
question is, will not the eggs so loaded fall down through 
the ordinary jolting given the car? Naturally they will, 
but racks can be used to brace them and prevent damage. 

The cost of these racks, made in large quantities, is 
in the neighborhood of 30 to 35 cents apiece, and for 
a carload of eggs six to eight racks are used. This num- 
ber will ordinarily answer all purposes. They are made 
at the car shops and they are made on a form, so that 
one rack will easily fit into another. 

In the use of this system on the New York Central 
lines there is naturally a small loss of racks, due to 
misloading and breaking up of the racks, but this is 
immaterial compared with the saving in claims for dam- 
ages, for, as an average proposition, the cost of racking 


a car is about $2. 


HINDE & DAUCH FIRE NOT SERIOUS 





Although the fire which occurred on the night of 
July 25 in one of the two paper mills of the Hinde & 
Dauch Paper Co. at Gloucester City, N. J., caused some 
damage, which was fully covered by insurance, it was 
not so serious as to affect in any way the company’s 
service to its customers. The box factory and the other 
paper mill, both located next to the building in which 
the fire occurred, escaped entirely. 


There have been various reports circulated which do 
not correspond to the facts, and the company wishes its 
customers and friends to be correctly informed. As it 
has in operation five other paper mil] plants, which it 
will keep on running full time, its general business will 
not be interrupted or noticeably affected gy the accident 
at one of the New Jersey mills. The latest report shows 
that the actual damage was even less than the company 
itself thought upon receipt of the earlier reports. 


INVESTIGATION OF EGG BREAKAGE 





The United States Department of Agriculture, through 
its Bureau of Chemistry, is conducting extensive experi 
ments to determine the safest manner of packing eggs 
for long and short shipment by rail. The waste from 
the breakage of eggs, according to Year Book Reprint 
552, in New York City alone in 1909 was over 137,804,768 
eggs, out of a total consumption in 1909 of 127,689,600 
dozens of eggs. In other words, about 9 per cent of all 
eggs received in New York were cracked, and of these 
a large number were unfit for food use. The egg supply 
of large cities, and particularly New York, has to come 
from a long distance, because, according to the 13th 
Census, the middle Atlantic states in 1909 sold only 
about 110,000,000 dozen eggs, or not enough to supply 
New York alone if every egg had been sent to that point. 
For the eastern coast tities, the distant corn districts 
are practically the sole source of supply. Increasing 
consumption of eggs adds to the distance from which 
eggs must come, and makes the safe shipment of this 
valuable food product more and more essential. 

The Bureau, through the Food Research Laboratory, 
is now engaged in shipping eggs handled in different 
ways, on long journeys to different points in the United 
States, and is carefully noting their condition on receipt 
at their destination. Shippers, railroad men and com- 
mission men are co-operating heartily with the investi 
gators of the government, through their joint conference 
committee, composed of representatives from the Na 
tional Butter, Egg & Poultry Association, the Traffic 
Managers’ Association of Chicago and the United States 
Department of Agriculture. The situation is growing very 
acute, because the railroads are claiming that their dam 
age losses are such as to make the carrying of eggs an 
unprofitable commercial proposition. The shippers and 
consignees have large sums of money tied up in claims 
and litigation with the roads. 


CARRIERS) ANNOUNCEMENTS 


Missouri, Kansas & Texas Railway system will estab 
lish through package service from St. Louis to Fort 
Smith and points on the F. S. & W. in connection with 
that line, effective August 1. Information obtainable from 
R. W. Hockaday, industrial commissioner, St. Louis. 

The Pennsylvania Railroad, publicity department, has 
issued a bulletin describing the Farmers’ Instruction Train, 
which is to be sent out over the lines East for stops of 
two days or more at each of the principal towns. One 
car shows 582 specimens of fruits, vegetables, grains, hay 
cotton and tobacco, grown along the lines of the Penn 
sylvania Railroad. Another shows how modern dairies 
of the better class are Jaid out and equipped. 

Lehigh Valley Railrcad Co.: All correspondence per 
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taining to eastbound traffic moving into the New York 
metropolitan district, other than grain and grain products 
and export traffic, heretofore addressed to H. C. Davis, 
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freight agent, New York City, is promoted to commercial. 
agent at Philadelphia, with offices at rooms 384 and 386, 
Philadelphia Bourse Building. Announcement of territory 





general 
dressed to D. L. Middleton, commercial agent, 299 Broad- 
way, New York. 
bound shipments of grain and grain products and export 
traffic should be addressed to H. C. Davis, general agent, 
6 Broadway, as heretofore. 
traffic 


an agency at Philadelphia, Pa. F. D. 





assigned to this agency will be made later. 

Wharton & Northern Railroad Co., Wharton, N. J., 
announces that at a meeting of the board of directors, 
June 16, the following officers were appointed: H. S. 
Morris, Philadelphia, president and treasurer; J. B. Lip- 
pincott, Philadelphia, vice-president; H. C. Wenner, Phil- 
adephia, secretary; P. E. Stryker, Wharton, N. J., super- 
intendent; W. H. Smith, Wharton, N. J., general auditor 
and general freight and passenger agent. 


agent, 6 Broadway, New York, should be ad- 


All correspondence pertaining to east- 


July 21. C. A. Blood, freight 
manager; F. J. Woulfe, general freight agent. 

The Wabash Railroad announces the establishment of 
Royce, contracting 





Save Three-Fourths The Money 


you now pay for weighing car-load freight. 






In addition, reduce the congestion at the scales, 
and in the yards; release the switching crews for 
other duties; facilitate the movement of freight 
over the whole system. 


We'll tell you how others have been doing this 
for twenty-five years. 


Your name and address is all we need. 


Streeter-Amet Weighing & Recording Co. | mn 
607 Hartford Bldg. - - - CHICAGO 





Automatic Weight Recorder for R. R. Track Scales 





NEW ORLEANS GREAT NORTHERN 


RAILROAD 
OZONE BELT LAND OF HEALTH 


SUPERIOR FREIGHT 4nd PASSENGER 


SERVICE BETWEEN 


NEW ORLEANS ; JACKSON 


THROUGH THE HEART ,OF 


PEARL RIVER VALLEY 
OPPORTUNITY LAND « SOUTH 


BIG PROFITS SEMI - TROPICAL CLIMATE 2 TO .4 


IN ESSENTIAL TO 
SMALL FARMS PROFITABLE FARMING CROPS A YEAR 


FOR PARTICULARS ADDRESS 
M. J. MeMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 


905 WHITNEY CENTRAL BLDG., New Orleans, La. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices befcre the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
+410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 


Suite 956 First National Bank Bldg., 
Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 

233 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building, Shreveport, La. 


H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


| 


sc 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders 


CORPORATION INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


John S. Burchmore 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important = 


and are reaching out for such trade. 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 





624 West Thirty-sixth St. 
warders, truckmen for all lines; 


and distribution. 


CHICAGO, ILL. 


roads at Chicago without teams; 


western and Pacific Coast points. 


DETROIT, MICH. 


the Anchor Line steamers. 


Merchandise delivered as ordered. 


Huguenot Express Co. 


NEW YORK, N. Y. 


Prone 839 Greeley. 
bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


Judson Freight Forwarding Co., Inc. 


443 Marquette Bldg. Carload distribution to al] rail- 
Lc. L. 
machinery forwarded at reduced rates to all principal 


The Reading Truck Co. 


Sixth and Congress Sts. Authorized cartage agents 
for the Wabash and Canadian Pacific railways and for 
Specia] attention giver to 
distribution of carload freight for two or more parties. 


G. W. SHELDON & CO., Chicago, New York,,London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 
Buffalo Storage & Carting Co. 


















For- 








phone No. 633. 





















shipments of 






free warehouses. 
























Insurance, 18c. 







enna e rere SSS 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Louisville Public Warehouse Co., Inc. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded ané 


Ashley Warehouse Co. 


Bonded and general storage. 
promptly handled. 
Track connections. 


A competent Forwarding Agent can be 


BUFFALO, N. Y. 





“Unsurpassed facilities” for stor- 






LOUISVILLE, KY. 









ST. LOUIS, MO. 


Drayage facilities. Cars 
Custom house entries attended to. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 9 The Transportation Club of jndianapotie, 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eomparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Headquarters, Tacoma Bidg., 5 North 

La Salle St., Chicago. 


Officers. 


I. M. Belleville President, 
G. F. A, Pittsburgh Plate Glass Co., 


Pittsburgh, Pa. 
H. G. Wilson, al ve 
Comm’r, “‘rranapo on u 0 
Commercial Club, Kansas City, Mo. 


Oscar F. Bell, Secretary-Treasurer, 
T. M; Grate Co., 836 South Michigan 
Ave, Ch tn. 


one P, Chindblom, Assistant Secretary 
§ North .La Salle St., Chicago. 


National im lement and Vehicle Associa- 
tion. wey. By: Evans, Freight Traf. ae 
lanes Trust Bidg., Chicago, 





Northern Pine Manufactureré’ Associa- 
tion. HL. 8. Childa,. Seey. . Minneapolis. 


Sterling 
Manufacturers’ and Shippers’ 
Association. 
In charge of traffic industries located 
at Sterling and Rock Falls, Ill 





Ms Ba Sis bcs ccecepdasantes President 
eR Ra Vice-President 
W. a. ye osepeee ween ee 
Wee By: RRB icc cc ckens seeen! c Manager 
Business Men’s League. P. W. Coyle, 


Comm’r, 614 Bank of Commerce Bidg., 
St. Louis, 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres. ; James S. Davant, Com omer, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. V. Zartman, Pres.; 
rhevGhtcage Trinapetiaton, Assolaton 
e cago a“ a = 
Ray *Siark Ye Macnt 


ven, 
na 

The Traffic Club of on York. A. F. 
Mack, 'Pres.; C. A, Swope, Secy. 

The Spokane Transportation Clue Chas. 
W. Colby, Pres 

The_ Traffic Club of Chicago. Guy 8. 
MéCabe, Pres.; W, H. Wharton, Sety. 

The Traffic Club of ane. Ue Tex. T. B.. 
Jackson, Pres.; G. 

The Traffic Club of Philadelphia. Ha 
Billings, Pres.; ummerfie 
Secy. 

The Traffic Club of St. avi. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 





Treas, 
“The | Traffic Club of f, Pittsburgh, % c.. ed 


soSattley, Pres; D. Li 
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Shambaugh, Pres.; 

Secy. 
The Traffic Club of New England, Boston, 
= Byrnes, Pres.; Wm. Cc. Brown, 


The Transportation Club of Ci ° 
Sear” Poysell, ‘Pres.; J. H. a e 
The Transportation Club of Loulsvilie. 
Ran L. Roederer, Pres.; S. J, MeBride, 
The Transportation Club of Tol 
C, Thoms, Pres.; J. S. M in 
The Vers Club of Newark. 
Roge Pres.; J. R. Cooke, Secy. 
The eT ratfic Club of Seattle. Roger D. 
Tine teak ian es x Miller, Secy. 
e Trans ation =n 
— Jones, Pres.; eee 
ec 
Tran ortation Club of San Francisco, J. 
5 urgin, Pres.; Theo. H. Jacobs, 


tone, 


See 
The Raltroad Club of Kansas City, M 
J. N. Stroud, Pres.; Claude Manlove: 


The ‘raffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 
H. Knight, Secy. 

The Traffic Club. of neraete. ¥. @. 
Pool, Pres.; F. B. Rowley, Secy 

Salt Lake inne a owt Club. Cc 7 
McNitt, Pres. Rowland, Secy. 

Traffic Club of ree Wm. 


O’Connor, Pres.; C. Lloyd n ERT: 
Transportation Ciub’ of ef Lima Lloyé 
P. Sherrick, Pres.; D Secy.- 


“Stich. Rap! ae She, SPeae: — 


rtation Club wit Peorla. R. M 
, Pres.; A. S. How 

Traffic’ Club of Cleveland. 

Pres.; W.. V.. Bish 


Traffic Club of Erle, Pa. 
:  B¥evillier, (Pres:} M.2%v. 


Transp 
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“CHICAGO MILL” BOXES 


Delivered to ALL POINTS with 
Promptness and Reliability from 


THIS GREAT CENTRAL SHIPPING DISTRICT 


sauct sre. ma We Operate 
An 15 Plants, located 
Box ay Sg 2} pF from Sault Ste. Marie 
is the Bom a2 ae é to New Orleans. 
Best Box “ B z. eer 
because the Highest ey of gt 
Efficiency and the ss . We Make 


Most Skillfal Labor —_ Every Style Packing 
aes. a ae Known to the 


Trade. 


A 
“‘Chicago Mill”’ 


M 
Onl, og «He ante 
p 
Yj OP 


its manufacture. 


Corrugated and 
Fibre Containers 


“re Wire-Bound Boxes 


Y 
a” |! ALABAMA GEORGIA 


as 3 Wooden Boxes 
“BOX ECONOMY” | aN geting oe ads he eis 
Our tS é M LEANS Los ‘ 


The advantageous location of ob plants is but one feature of 
*“CHICAGO MILL SERVICE.’’ 


WRITE US FOR PRICES 


CHICAGO MILL AND LUMBER COMPANY 
8053Sangamon|/St. | CHICAGO 
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